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ELECTRIC RAILWAY TRACTION 


Supplement illustrating and describing developments 


in Electric Railway Traction is presented with each copy 
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High-Speed Travel Will Extend 

ME. BARRINGTON-WARD’S paper last Monday to the 
s Institute of Transport (summarised on page 836) be 
gan with a review of the high-speed services of which he has 
more personal experience than any other operating officer 
in this country. His pronouncement in favour of them was 
confirmed by most of those who participated in the sub- 
sequent discussion. Sir Nigel Gresley was emphatic that 
the attractiveness of high-speed travel had struck a 
response in the public which would lead to a demand for 
its extension, and Mr. E. J. H. Lemon, endorsing that 
view, mentioned as evidence the popularity of the fastest 
L.M.S.R. trains. Both were of the opinion that the whole 
train service, both passenger and goods, would have to 
be greatly speeded up. There is, indeed, little doubt that 
those who have experienced the general feeling of smart- 
and efficiency associated with fast travel, and— 
especially on long journeys—have appreciated the saving 
of journey time, will not long remain content with the 
general speed level of the past. With the rapid progress 
of applied engineering knowledge, difficulties which have 
hitherto acted as a hindrance to speed development are 
melting away, and already, with modern equipment and 
track realignment, maximum everyday train speeds have 
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risen considerably within the last few years. It is interest - 
ing to recall the words of Sir Ralph Wedgwood, Chief 
General Manager, L.N.E.R. who, in a speech prior to a 
demonstration run of the Silver Jubilee on September 27, 
1935, paid a graceful tribute to the G.W.R. by saying that 
this railway had done more than any other in this country 
togmaintain railway speeds. 
* * * * 


Greater Speed in Transport 

Sir Harold Hartley, Vice-President of the L.M.S.R. and 
Director of Scientific Research, contributing in The Listener 
of November 3, to a series of talks entitled ‘“ What more 
do you want from the scientist? ’’ discussed inter alia the 
application of scientific methods to railway problems. He 
said that in this country the possibilities of higher speeds 
were so often restricted by curves and gradients that he 
thought the highest speeds now reached were likely to 
be a maximum for some time to come, but there would 
be a general acceleration towards that level. The applica- 
tion of scientific methods of analysis to the movement of 
the trains and rolling stock in shunting yards, goods sheds 
and engine sheds, was giving new standards of efficiency, 
while the purpose of modern methods of signalling was to 
facilitate the quick movement of traffic. Sir Harold 
Hartley went on to say that science was being used by 
railways today to reduce costs and to improve the service 
given to the public. The detailed study of track construc- 
tion, rail joints, tyre contours, and carriage suspension, 
and the use of welded joints and of rubber were all helping, 
he said, to give better riding at high speed and to reduce 
noise and vibration. The scientific study of the loco- 
motive in the testing station and on the track was yielding 
improved efficiency. In his opinion it was no exaggeration 
at the present time to speak of a renaissance of the 
railways. 

* * * * 


The Week’s Traffics 


Contrasted with the combined increase of £187,000 
shown by the four main line railway companies for the 
previous week, the increase of only £97,000 for the past 
week appears disappointing. In the corresponding week 
a year ago the combined increase was £52,000. For the 
year to date the total receipts of the four companies 
together amount to £139,246,000, an improvement of 
£5,869,000 or 4-40 per cent. Passenger train traffics have 
reached £62,678,000, an advance of £2,548,000; in the 
merchandise receipts of £48,322,000 there is a net increase 
of £1,517,500; and the coal class earnings of £28,246,000 
show a net gain of £1,803,500. 
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Mersey Railway receipts for the past week domed an 
increase of £112, making the aggregate gain to date £5,285. 
On the Great Northern Railway (Ireland) the decrease to 
date has now been brought down to £200, and that of the 
Great Southern to £13,296. At this time a year ago the 
Great Northern was £22,800 up and the Great Southern 
was £168,606 up. 
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* * * * 


The Cundinamarca Railway 


The annual report for 1935 of the Cundinamarca Rail- 
way Company, operating 212 km. of line in the Republic 
of Colombia, refers to the adverse effect of landslides 
and flood damage at the end of 1934, due to the abnormal 
rise in the Rio Negro and River Magdalena. Owing to 
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these interruptions service had to be suspended on whole 
sections of the railway between Alban and Puerto 
Lievano. Nevertheless gross receipts improved slightly, 
from 1,093,002:53 pesos, in 1934, to 1,172,817:17 pesos 
in 1935, but expenses increased in greater ratio, due to 
the causes aforesaid, from 951,216-42 pesos to 1,068,816-21 
pesos. The small increase in earnings was evenly dis- 
tributed between passenger and goods traffic. Of the 
passengers, 4:5 per cent, travelled first class, 13:5 per cent. 
travelled second, and 82 per cent. third. General results 
of working compared as follow :— 
1934 
2,019,392 
315,155 


1935 

2,131,723 

317,614 

361,870 
337,933 -07 
807,227 -60 
1,172,817-17 
1,068,816 -21 
91-13 


Passengers 

Goods, tons 

[rain kilometres 

Passenger receipts, pesos 
Goods receipts, pesos 

Total receipts, pesos ara 
Working expenditure, pesos 
Operating ratio, per cent. .. 


321,707 -90 
699,041 -06 
,093,002 -53 
951,216 -42 
a 87-03 
A revision of tariffs was authorised which it was confi- 
dently expected would improve later results. The re- 
construction of the sections which had been damaged by 
floods and landslides should also contribute to the in- 
crease in earnings. The gauge of the track is being 
reduced on certain lengths where the traffic had been 
carried by road, and rail transport is now through and 
direct between Bogota and Puerto Lievano, the road con- 
tract having been terminated and the transhipments 
abolished. Contracts had been entered into with Belgian 


suppliers for six new engines and other rolling stock. 


* * * * 


Charges of Non-Amalgamated Railways 

The Railway Rates Tribunal gave its decision on 
October 20 regarding the 5 per cent. increase in charges 
sought by the non-amalgamated railway companies and 
committees to which the tribunal had ten years ago allo- 
cated schedules of standard charges under Section 33 of 
the Railways Act, 1921. The L.M.S.R. schedule was then 
applied to 19 railways, including the Birkenhead, the 
Mersey, and the Midland & Great Northern Joint. To 27 
railways the L.N.E.IR. schedule applied, including Cheshire 
Lines, Norfolk & Suffolk Joint Railways, Metropolitan, 
and South Yorkshire Joint. The Great Western schedule 
was applied to twelve railways, including Great Western 
& Great Central Joint, and five lines owned jointly with 
the L.M.S.R. Six railways had the Southern schedule, 
including the East London, and the Somerset & Dorset. 
In giving its decision the tribunal stated that it was satis- 
fied that the standard charges of the non-amalgamated 
railways ought to be modified in the same manner as those 
of the amalgamated railways were modified. Section 5 
of the Act, in the view of the tribunal, did not empower 
it to make a corresponding modification of the exceptional 
charges of non-amalgamated companies, but the tribunal 
was satisfied that so far as it was empowered it ought to 
make such variation, and, acting under Section 38, it 
ordered that exceptional rates and agreed.charges be varied 
to the same extent as those of the amalgamated com- 
panies. The Court considered that upon the application 
it was not empowered to make any order affecting fares 
below the standard. The increases sanctioned were to 
be operative as from October 24. 


* * * 7 


Indian Upper House and Wedgwood Report 


The Government resolution upon the recommendations 
of the Wedgwood Report has been unanimously adopted 
in the Council of State after*an unusually impressive 
debate, in which there were spirited attacks upon the 
recommendations. Seeing that the report was the work 


THE RAILWAY CAZETTE 


November 12; 1°37 


of Europeans unassociated with any Indians, it was not 
likely to find much favour in India in the present general 
temper of the country. It is satisfactory, therefore, that 
its technical and administrative recommendations should 
receive support from influential members of the Council 
like Mr. Ramsaran Das. Another matter for satisfaction 
is the free admission that those whose official duty it was 
to make the best of the Wedgwood recommendatiois in 
the Legislature, have made a strong and creditable show- 
ing. The clear statements of these spokesmen with regard 
to the uninterrupted extension of Indianisation, anc the 
necessity for recruitment of one or two specialised oiticers 
only from Europe, undoubtedly went far to appease their 
opponents, who, though not convinced upon all points 
raised, have contributed to a unanimous acceptance of the 
Government’s proposals. Further conciliatory assurances 
by the Railway Member that the Provinces would receive 
financial quotas according to the Niemeyer award, prob- 
ably clinched the matter. 


* * * * 

The Indian Press and the Debate 
The responsible press in India is obviously pleased with 
the unanimous adoption of the Government resolution upon 
the Wedgwood Report, and, in the course of one leading 
article devoted to this subject, it is pointed out that “ the 
report is a serious and important piece of work, the cool 
product of experienced brains, intended only as a servic« 
to India’s railways and so to the whole country. It is not 
inconsistent with good nationalism to use whatever is good 
in the work of foreigners, and these foreigners could have 
no private purpose in what they did.’’ Satisfaction is also 
expressed at the Government’s decision that progress made 
with the Wedgwood recommendations would be notified 
to members of the Legislature in periodical reports. This 
assurance has allayed the fears of those who believed, or 
professed to believe, that the committee and its report were 
screens intended to hide what was happening on the rail- 
ways from the public. A keen but temperate interest in 
the affairs of Government-controlled railways is always 
laudable. and we are glad to note that the desire of the 
House to be kept constantly informed of the inner railway 
policy has been acceded to. Confidence in the central 
railway administration can be enhanced only by such open. 
ness and by frank discussion upon reasonable lines as 
evinced in the general tenor of this debate. In fact—as 
the same editorial puts it—‘‘ it is something that public 
opinion recognises ability and sincerity in the way it was 

conducted on behalf of Government.”’ 


* * . * 


An Infallible Guide on the Paris Metro 


The automatic push-button machines giving timetable 
and other information are by now a familiar facility at 
many of the great railway stations and enquiry offices in 
this country. At the Invalides station of the Paris Metro 
there has recently been provided an installation which 
represents a considerable elaboration of the principle of 
these machines. Its purpose is to indicate to the traveller 
the route or routes to take from the Invalides to any other 
station in Paris. This it does by issuing a paper ticket 
giving full details which, for the benefit of foreigners, 
are printed in four languages. To obtain information the 
traveller first looks up in an index the name of his desti- 
nation station, against which he finds a number. Pressur¢ 
of the correspondingly-numbered button on a keyboard 
causes a light to appear over a particular slot in a four- 
row bank of ticket containers. Pressure of a second button 
immediately under the light then releases the ticket. An 
illustration of the machine in operation and of the type 
of ticket issued appears on page 826. 
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Bombay, Baroda & Central India Signalling 

The August issue of the B.B. & C.I. Magazine gives 
details of modern signalling on that company’s system. 
Colour-light signals first appeared thereon in 1928, and 
were of the two-aspect type controlled from miniature 
frames in the stations; this method gave place in 1934 
to three-aspect automatic working, the frames being 
removed. The important power installation at Bombay 
Central, with a 119-lever frame, light signals and electro- 
pneumatic points was opened in 1930, and was followed 
by other work in that district, with both electro-pneumatic 
and electric points. In May, 1935, an all-electric instal- 
lation was completed at Bandra with a 101-lever frame 
in cabin of neat design, superseding three old ones. 
The simplification of the signalling has been much appre- 
ciated by the operating staff. In this installation was the 
first ground signal in India having a coloured bar on a 
e background plate, mistakenly called by some a disc 
signal, which has proved so satisfactory in much recent 
work here. Five months after the Bandra installation 
a smaller cabin was opened at Mahim, and early this year 
automatic signalling was complete from there to Parel 
Junction; 11 more miles are now being equipped. On 
automatic sections the plain “‘ stop and proceed ”’ rule is 
in force without special telephone equipment or permissive 
signs at the signals worked from a signal box or station. 
Considerable economies have been realised, 15 mechanical 
boxes having been abolished. 


whi 


* * 


Gypsum and Concrete 


During excavation work in connection with the G.W.R. 
extension of the Central Line of the London Passenger 
Transport Board from North Acton to Ruislip, crystals 
of gypsum (calcium sulphate) and Epsom salt (magnesium 
sulphate) have been found to a considerable extent. The 
water in a pond on the site of the new depot at Ruislip, 
too, was found to be charged with these sulphates, the 
main property of which from the constructional engineer's 
point of view is that they attack portland cement and 
therefore cause the disintegration of concrete in which it 
has been used. This particular menace to concrete occurs 
but rarely in England and can be met either by using 
aluminous cement, which is immune from the action of 
these salts, or, where mass concrete is concerned, making 
the mass slightly larger than would otherwise be necessary, 
to allow for some disintegration of the surface in contact 
with the ground. A notable example of the ill effects of 
gypsum was mentioned in our description some years ago 
of the new P.L.M. line between Nice and Cuneo in the 
South of France. The work, begun before the war, was 
interrupted by that event, and it was found when work 
was resumed that a long tunnel nearly completed before 
had in the interval been badly damaged by gypsum solu- 
tion. It was during this period, too, that aluminous 
cement became a commercial proposition and this fact 
enabled the French engineers to make good the damage 


permanently. 
* * * x 


High Speed and Track 

Several points of considerable interest emerge from the 
Pennsylvania track tests with high-speed electric loco- 
mouves of which details are given in our Electric 
Supplement. It is first a matter for congratulation 
that the operating, mechanical, and civil engineer- 
ing departments of a railway can thus associate 
themselves in a _ research which is of _— such 
material importance to them all, directed as it was 
towards maximum safe speeds consistent with minimum 
track damage. By an ingenious application of the Brinell 
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impression test at every alternate sleeper along a 440-ft. 
length of track, which was deliberately roughened out of 
level by the introduction into one rail or the other of 
seven pronounced humps up to a maximum of between 
3 in. and ? in., the effect of variations in the design of 
electric locomotives for high speed was _ accurately 
measured. Most of the trials were conducted at speeds 
of round about 100 m.p.h., but in special cases up to 
120 m.p.h. As a result, the high speed R1 and GG1 
classes of the Pennsylvania were evolved, and it was 
found that the maximum lateral thrust of the last-men- 
tioned on the track at 100 m.p.h. was no more than 
that of the original P5A locomotives at 70 m.p.h.—a 
clear gain of 30 m.p.h. in speed by improved design. 
It was further proved that track which is poorly main- 
tained in surface, cross-level and line is subject to greater 
abuse at high speed than track that is in good order. 
* * 7 * 


Steel for Locomotive Boilers 

The present tendency towards the use of higher boiler 
pressures in locomotives has caused designers to look for 
other material than mild steel boiler plate, since it is not 
elways possible to permit the extra weight which would 
be entailed if ordinary steel were used. In 1926, the 
Canadian Pacific Railway, faced with the problem of 
increasing the boiler pressure 25 per cent. without any 
increase in weight, used nickel steel having a minimurn 
tensile strength of about 31 tons per sq. in. This was 
approximately 30 per cent. stronger than the standard 
carbon steel, so that the factor of safety was actually higher 
than before. As the nickel steel boilers gave satisfactory 
service, the use of this material was greatly extended, 
not only to other locomotives on the same railway, but 
to many railways in other parts of the world. The original 
choice of nickel steel for boilers was based not only on 
its increased tensile strength, but also because an increase 
in nickel content in low carbon steels reduces ageing 
embrittlement as shown by the impact or slow bend tests 
on notched bars; it further reduces the grain size which 
can develop on recrystallisation, and raises the temperature 
at which grain markings of maximum intensity are 
observed on strain-etch tests. While the use of nickel steel 
for boilers was regarded in 1926 as a new departure, the 
Research and Development Department of the Mond Nickel 
Company records that as long ago as 1904 a locomotive 
was built with a nickel steel boiler, and this apparently 
is still in active service. 


* 


* 

The Railway Chimes 
The story of Sir Bernard Lomas-Walker, who by the 
benevolence of the L.N.E.R. has now passed into lawful 
possession of the bell which he purloined from Harrogate 


station on Mafeking night 37 years ago, has_ been 
adequately chronicled and commented upon in the daily 
press. Sir Bernard revealed his escapade in the course 
of a school speech-day this vear, and it is to be hoped 
that the successful consummation of a career thus law- 
lessly begun—he is now Chairman of the West Riding 
County Council—will not tempt any of his hearers to 
brave thirty-seven years of stricken conscience in the 
hope of ultimately achieving similar distinction. Let not 
the youthful filcher of railway property suppose that some 
future edition of the Divisional General Manager at York 
will confirm him with public ceremony in the ownership 
of his amputated window-straps and ravished ashtrays, 
This is petty larceny deserving only of contempt. To 
remove the bell, however, was to rob Harrogate station 
of a piece of its very spirit and dignity—a feat not 
far short of kidnapping the stationmaster himself. 








Commercial Motor Transport 


VER since the early days of the commercial motor 
transport industry the biennial exhibition organised 
by the Society of Motor Manufacturers and Traders has 
provided an unrivalled indication of progress. The 
exhibition now being held is the 13th of the series and 
the first to use the new exhibition hall at Earls Court. 
The site of the hall alone covers nine acres of ground, 
and the entire display this year occupies an area in 
excess of 240,000 sq. ft. which is 50,000 ft. more than 
the previous exhibition, held at Olympia in 1935. As 
a result not only is a wider range of vehicles and products 
assembled than at any previous one of these exhibitions, 
but also the arrangement of the new premises has enabled 
more defined locations to be assigned to the various sec- 
tions, and has permitted of better display and greater 
accessibility. The main interest is naturally centred on 
the commercial vehicle and bodywork section, in which 
group 93 exhibitors occupy the whole of the ground floor 
comprising a space exceeding 140,000 sq. ft. These 
exhibits consist of nearly 450 chassis and complete vehicles, 
including trailers. They represent all types of goods 
models from the light three-wheel parcels van carrying a 
load of 500 cwt. to the eight-wheel lorry built for a load 
of 16 tons; and passenger models range from a small 
four-seat taxicab to double-deck buses and _trolleybuses 
affording accommodation for as many as 68 passengers. 
Perhaps the outstanding impression left by a lengthy 
visit to the exhibition is that the past two years have 
been characterised more by solid progress than by attempts 
to introduce novelties for their own sake or as passing 
attractions for undiscerning customers. Changes, of 
course, there have been in a period of two years, and, 
in fact, one of the great values of holding this exhibition 
in alternate years is that it enables a full season to pass 
after one show is closed and before preparations are begun 
for the next show. Thus, those designs and devices 
which failed to prove themselves in actual service are 
eliminated before the next exhibition, whereas with an 
annual show there would be a tendency for them to sur- 
vive longer as traps for the unwary and to the ultimate 
harm of the industry. On the present occasion vehicles 
in railway livery, and in that of railway-associated under- 
takings, occupy outstanding places among the total of 
exhibits, and more adequately represent the importance 
of the railway-associated section of the road transport 
industry than has been the case heretofore. In our Road 
Transport Section next week we hope to review in greater 
detail the main tendencies as exemplified by this 
exhibition, and it suffices here to say that with a few 
exceptions the exhibits show the result of detailed im- 
provement rather than radical change, and thus bear 
testimony to the inherent strength and stability of exist- 
ing equipment. " 
Yesterday (Thursday) the Railway Companies Asso- 
ciation held its customary conference, and an interesting 
paper reviewing railway cartage operations was presented 
by Mr. H. .W. Faircloth, Assistant (Cartage Working) 
to the Chief Operating Manager, L.M.S.R. In lucid style 
he briefly reviewed railway cartage operations with par- 
ticular reference to the progress of the four British main- 
line railway companies in the mechanisation of their 
cartage equipment and clearly showed that—apart from 
the possibilities of legislation limiting the use of horses 
in urban areas—complete mechanisation of railway cartage 
operations depended very largely upon the production of 
a vehicle whose working cost would approximate closely 
to that of a horse unit. As no such vehicle has yet been 
devised it might be thought that railway companies may 
prove smaller buyers of commercial motors than they have 
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during the past decade, but Mr. Faircloth finished up on 
an optimistic note when he referred to a new type of 
vehicle, which the railway companies will be testing 
shortly, and holds out the promise of marking a distinct 
step forward in the efforts to reduce the gap between 
motor cost and horse cost on the short mileage work 
frequently occasioned by railway cartage operations. 
Should this prove successful, the displacement of a fairly 
substantial number of horses may be expected, but com- 
plete conversion in the near future without artificial 
stimulus is extremely unlikely, and before the elimination 
of the valued horse as a tractive unit comes within sight 
it may be that he will have become recognised as a good 
patriot who is both home produced and consumes home- 
grown fuel! 
* * * aS 


Railway Freight Rebates 


UNDER the provisions of the Local Government Act, 

1929, the Rates Tribunal will begin on November 17 
its annual review of the operation of this scheme. The 
review will cover the operation of the Railway Freight 
Rebates Fund during the twelve months ended Sep- 
tember 30, 1937, and will be of more than usual interest 
as it will deal with the first period during which the sums 
paid into the fund have been based on the reduced valua- 
tion of the railways under the Railways (Valuation for 
Rating) Act, 1930. Under the Local Government Act in 
question, the railways were relieved from the payment 
of three-fourths of their local rates on railway heredita- 
ments on condition that similar sums are contributed to 
the Railway Freight Rebates Fund, through which channel 
they are used to assist trade and industry by the grant 
of rebates from the carriage charges on certain selected 
traffics specified in the Act. Following the agreement 
between the Railway Assessment Authority and the rail- 
way companies last autumn as to the substantial reduc- 
tion to be made in the net annual value of the railway 
companies’ hereditaments for the period April, 1931 to 
December, 1936, it became evident that a substantial sum 
was due to be refunded to the companies in respect of 
overpayments to the fund for the period in question. The 
tribunal has a statutory obligation to review the working 
of the fund annually before November 30, and accord- 
ingly it met on November 26, 1936, and decided, pending 
the completion of legislation amending the Eleventh 
Schedule of the Local Government Act, to continue the 
existing rebates unchanged until December 31, 1936. 
Shortly afterwards the Railway Freight Rebates Act, 1936, 
was passed. This measure empowered the Railway Clear- 
ing House to borrow on the security of the fund to meet 
its liability in respect of past overpayments and to make 
payments out of the fund to repay the principal so bor- 
rowed. It also provided that having regard to the sub- 
stantial reduction in the payments into the fund, namely, 
from about £4,000,000 annually to about £2,400,000, and 
the necessity of providing for the service and reduction 
of the loan to be raised, the rebates should be confined 
to shipment coal, coke, and patent fuel, and to agricul- 
tural traffics (milk and livestock) in the proportions of 
89 per cent. and 20 per cent. respectively. 

On December 18 the tribunal met again to consider the 
effect of the provisions of this Act upon the future working 
of the fund. The railway companies gave evidence that 
they estimated the rate relief for the nine months from 
January 1, 1937, to September 30, 1937, at £1,747,000, 
and, after deducting administrative expenses and the 
sinking fund charges in respect of the Railway Freight 
Rebates Fund stock issued by the Railway Clearing House, 
it was estimated that the net revenue of the fund for the 
nine months would be £1,186,951. After hearing evidence 
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fiom the railway companies and the traders as to the 
volume of traffic likely to pass during the ensuing months, 
the tribunal fixed the rebates at levels which it considered 
should result in a sum of £900,393 being paid in respect 
ot shipment coal and £227,035 on agricultural traffics, 
leaving a balance of £59,523 in the fund. The figures 
now published by the Railway Clearing House of the 
actual working of the fund for the period in question 
show that the gross revenue was £1,747,712 and the sink- 
ing fund, interest and administrative charges £557,146, 
making the net revenue slightly higher at £1,190,566. 
On the basis set out in the Freight Rebates Act, £952,453 
should have been paid on shipment coal and £238,113 
oi: agricultural traffics but, in fact, the rebates paid or 
payable in respect of shipment coal during the nine months 
totalled £970,026, while agricultural traffics received 
£297,636, making a total of £1,197,662, which exceeded 
the net revenue of the fund for the period by £7,096. 
There is, however, a net balance in the fund of £978,882, 
which was carried forward from 1936, but the railway 
companies propose asking that this sum should be retained 
in the fund pending the final ascertainment of the amount 
payable to the railway companies by way of adjustment 
in respect of past overpayments. The companies estimate 
that the rate relief for the twelve months ending Sep- 
tember 30, 1938, will be £2,390,000, which is practically 
at the same level as the nine months now under review 
and, unless evidence is given that there will be substantial 
variations in the estimated volume of traffic likely to pass 
by railway during the ensuing twelve months, it seems 
improbable that any material alteration is likely to be 
made in the present scale of rebates. 


More L.M.S.R. Speed Tests 


VIDENCE of the determination of the London Midland 
& Scottish Railway to continue its admirable work of 
general train service acceleration is seen in the test runs 
which, as described on page 823 of this issue, took place 
recently between Bristol, Birmingham, Derby, Sheffield, 
Leeds, Carlisle, and Glasgow. The investigation so made 
is intended to prepare the way for speeding up over these 
routes, as a complement to the widespread Midland Divi- 
sion acceleration, chiefly between St. Pancras, Leicester, 
and Manchester and St. Pancras, Nottingham, and Shef- 
field, that was brought into operation at the end of 
September last. These latest tests are also of note as 
demonstrating the exceptional tractive capacity of Mr. 
Stanier’s ““5XP ’’ class express passenger locomotives, in 
relation to their weight of only 793 tons, exclusive cf 
tender. On the southbound test journey, the engine Rooke 
achieved the unprecedented feat of working a 305-ton train 
from but little above sea level at Carlisle to an altitude 
of 1,167 ft. on Ais Gill summit at an average speed of 
almost exactly 60 m.p.h. for this distance of 48-4 miles; 
and the stiffest part of the climb, for 15 miles from Orm- 
side at Ais Gill, inclined mostly at 1 in 100, was run at 
an average of 55°8 m.p.h., speed at no point falling below 
465 m.p.h. Elsewhere on the journey an acceleration 
from a dead start up 1 in 100 to 46} m.p.h. was recorded 
with the same load. A minimum speed of 72 m.p.h. up 
53 miles at 1 in 290 was another noteworthy feat. 

It is remarkable that a boiler of such modest dimensions 
should have been found capable of maintaining its pres- 
sure of 225 lb. per sq. in. unvaryingly during these climbs, 
with the regulator fully open, and the engine cutting off 
at 35 to 40 per cent. of the stroke continuously. A tribute 
to the flexibility of the boiler is the fact that at times 
over 100 lb. of coal were being burnt per sq. ft. of grate 
area per hr. Needless to say, the power output was 
considerable, as is evidenced by an average drawbar horse- 


THE RAILWAY GAZETTE 


813 


power of 1,129 sustained up the climb of 14 miles from 
Settle to Blea Moor, mostly inclined at 1 in 100. At three 
different points maximum drawbar horsepowers of 1,232 
to 1,250 were recorded, and it is estimated that over. five 
stretches of line the indicated horsepower rose to between 
1,800 and 1,880. Coal consumptions were relatively. 
heavy, averaging as they did 52-4 lb. per mile between 
Bristol and Leeds, and 43-1 lb. per mile between there 
and Glasgow; but the average consumption of 3°95 Ib. per 
drawbar-horsepower-hour throughout the tests must be 
viewed in relation to the class of work on which the engine 
was engaged, with frequent stops and recovery from ser- 
vice slacks, and a difficult route offering little opportunity 
for straightforward high speed travel. In this connection, 
it may be assumed that many of the speed restrictions 
shown on the diagrams on the folding inset will be eased 
or abolished as Mr. Wallace’s programme of track adjust- 
ment proceeds. Since the Euston-Glasgow test runs were 
made a year ago the number and severity of the speed 
restrictions over that route have been greatly reduced. 
The engine certainly acquitted itself well during these 
four consecutive days of test, when during a total of 869 
miles of running the aggregate gain in time over the best 
existing schedules was 88? min. and this augurs well for 
some improvement of timings between Bristol, Birming- 
ham, Leeds, Carlisle, and Glasgow comparable with that 
which has taken place recently over other parts of the 
Midland Division. 
2K ** * * 


Entre Rios Railways 

ESULTS of working the Entre Rios Railways during 
the year ended June 30 last showed an improvement 
over those of the previous year, as gross receipts advanced 
by £138,068 or 16-7 per cent., and expenses increased by 
only £40,421 or 5-5 per cent., leaving net receipts higher 
by £97,647 or 99°3 per cent. The improvement in receipts 
was due principally to a greater volume of traffic in pas- 
sengers, cereals, fruit, and general merchandise. Wheat 
and linseed crops, though better than those of the pre- 
vious season, were still relatively poor because of adverse 
weather conditions and damage by locusts. The greater 
amount of traffic handled largely accounts for the increase 
in working expenses. Exchange losses and differences rose, 
however, from £30,686 to £67,027. On April 1 last one 
year’s arrears of interest was paid on the 4 per cent. 
debenture stock, requiring £60,200. The lawsuit which 
had extended over seven years in connection with a balance 
payment for the Hasenkamp line, expropriated in 1929, 
has ended in an award to the company, and, including 
interest, a payment of 1,879,553 pesos has been received 
from the Argentine Government. In consequence, a fur- 
ther 14 years’ arrears of interest on the above stock was 
paid on November 5. A renewal of the interest moratorium 
until July 1, 1938, and for a further year, if necessary, 
has been agreed to by the debenture holders. The total 
debit balance to be carried forward is now £368,169. 

Some operating figures are : — 

1935-36 
343,815 
671,252 

233,279,394 
287-6 299-8 
79-71 88-12 
} f 

165,705 152;243 

575,741 473,661 

966,091 828,023 

770,087 729,665 
Net receipts .. o = ce 196,004 98,358 

The outstanding event of the year was the inauguration 

ot the diesel passenger service. An order for eleven modern 
diesel railcars was placed about 2} years ago, five of which 


1936-37 
441,050 
835,014 

274,950,071 


Passengers 

Public goods, tons - 
Ton-km. (goods and livestock) 
Average haul, km. 

Operating ratio, per cent. 


Passenger receipts 
Public goods receipts 
Gross receipts 
Working expenses 
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were received during the period under review and are 
being put in service, and two more have arrived ‘since 
the close of the old financial year. The first railcar was 
placed in service between Nogoya and Parana on May 10, 
the run being subsequently extended to Victoria, and its 
effect on road competition was immediately visible. Two 
months’ retentions of pay were, in accordance with the 
Presidential award of October, 1934, returned to the staff 
in two instalments at the end of February and March. 
On July 15, however, the men started a strike of one hour 
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a day as a protest against the continuance of the salaries 
and wages cut. At the request of the Minister of Public 
Works the company suspended the retentions for the 
months of July and August without prejudice to the 
company’s right to make a definite readjustment before 
the end of the current financial year. A strike throughout 
the railway extending for a number of hours each day, 
began on October 28, and was still being continued at the 
date of the issue of the report. Meanwhile the Govern- 
ment has intervened. 








LETTERS TO 


(The Editor is not responsible for 


Locomotive Speed Indicators 


Midland & Scottish Railway, 
St. Pancras Chambers, N.W.1 
November 8 
To THE Eprior OF THE RAILWAY GAZETTE 

Sir,—In the editorial on speed indicators which appeared 
in THE Raitway GaAzetre of October 1, your remarks as to 
speed restrictions being framed on the high side no doubt 
referred primarily to permanent speed restrictions and not to 
temporary ones due to relaying, mining subsidences and 
other causes. 

With the introduction of high speed trains on the L.M.S. 
it has been laid down as a principle that if speed indicators 
were provided the maximum allowable speed could be 
brought nearer to the critical than has previously been the 
case. 

With regard to the remark that some of the point to point 
times of these trains are so tight that any avoidable delay 
may be recouped by excessive speed elsewhere; it may be of 
interest to you to know that on the route of the Coronation 
Scot, for instance, maximum allowable speeds are fixed for 
the whole of the route and it is only the provision of speed 
indicators that can enable a driver with safety to recoup any 
loss of time which may have occurred. 

The whole position has, of course, changed with the com- 
bination of more powerful locomotives and lighter trains 
which enable speeds to be obtained on portions of the line 
where previously such speeds have not been possible. 

Yours faithfully, 


W. K. WALLACE 
Chief Engineer 


London 


Design of Coaching Stock 


54, Old Broad Street, E.C.2 
November 5 
To THE Epitor oF THE Raltway GAZETTE 

Sir,—I have read with interest the letter published in 
your issue of November 5, from Mr. Kydd, and also your 
remarks. I am sure the Great Western and also the London 
Midland and Scottish Railways are quite capable of look- 
ing after themselves, but I venture to offer you the follow- 
ing comments, as during the last thirty to forty years I 
have been in close touch with all the railway companies, 
particularly with reference to above subject, and am also, 
incidentally, a shareholder in the Great Western and other 
railways. 

(1) I have no interest in end-doors except to say that the 
windows in some cases are extremely difficult to let down and 
cause a considerable amount of delay and inconvenience. 

(2) With regard to the fixed windows and ventilators, which 
were subsequently enlarged, presumably for the purpose of hand- 
ing through light luggage, I think it will be found that it is 
extremely difficult and awkward, notwithstanding their size, 
to put any handbags through them which can be easily received 
on the other side. 

(3) With regard to the drop windows, it is, as you say, 
the general practice on Continental railways to use these for 
so-called light luggage, which in some cases is really quite 
heavy, and is very convenient to hand direct to the porter who 
is waiting for it and saves a considerable amount of time and 
congestion in the corridors. Whether this practice would ever 
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the opinions of correspondents) 


become customary with passengers in this country, it is difficult 
to say. 

I am informed, however, that the Great Western Railway 
did fit a large number of these drop windows on the trains 
they built about two years ago for the long distance traffic 
to Plymouth and Penzance. I understand, however, that 
their reason for discontinuing this practice was that some 
people would insist upon having them open, and con- 
sequently they became a nuisance and lead to a large num- 
ber of complaints from passengers who did not wish to sit 
in a draught. These particular windows were specially 
designed to drain away moisture or wet which might other- 
wise cause the rusting of the steel panels, and in this 
respect, I understand, they were quite satisfactory and are 
also being largely used on other lines. 

There is one point, however, I hope will receive the atten- 
tion of the Great Western Railway on any new stock that 
they may be building, and that is to make some improve- 
ment in their lavatory compartments which compare very 
unfavourably at present with main line stock on other 
railways. 

With regard to the handles, I think you will find the 
G.W.R. have some very satisfactory door handles which 
can be very easily manipulated from the outside, and are 
certainly a great improvement on the old type handle which 
were extremely hard, in fact impossible to operate by any- 
one but a very strong man or woman. 

Yours faithfully, 
S. H. H. BARRATT, 
Assoc. M.Inst.C.E., M.I.Loco.t 

[We understand that a much improved type of lavatory 
compartment is now being fitted to G.W.R. new stock.— 
Ep. R.G ] 








A Railway Axle Investigation 
The Division of Engineering Research of the Association 
of American Railroads has arranged to carry out a series of 
tests early in the present month, to determine what further 
improvements can be made in the manufacture of axles for 


locomotives, and passenger and freight vehicles. It is stated 
in the preliminary report that steel axles range from approxi- 
mately 5} in. dia., 7.e., the size used on passenger and freight 
cars, to about 14 in. dia. for the driving wheels of the largest 
and most powerful locomotives. The research work will 
be conducted on specially constructed machines built by the 
Timken Roller Bearing Company at Canton, Ohio, and will 
be under the direction of a committee of mechanical officers 
from various railways and axle manufacturers, Mr. L. W. 
Wallace, Director of the Division of Engineering Research. 

The first test will deal with axles used on passenger coaches, 
and when that has been completed, a study of freight vehicle 
axles will be made. After that, the test will include the 
various sizes of axles used for locomotives and tenders. 
In order that complete knowledge can be obtained as to 
the different kinds of railway axles now in use, several hundred 
axles of varying sizes will be put through every possible test. 
These have been obtained directly from the manufacturers, 
and a complete detailed history of every one has been prepared, 
from the time that the ore was first received at the mill, until 
the axle arrived from the steel mill as a properly rounded 
piece of steel 74 ft. long, ready for the wheels. 
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PUBLICATIONS RECEIVED 


The North London Railway. By 
Michael Robbins. Sidcup, Kent: 

I Oakwood Press, 19, The Drive. 
71 in. X 5. in. 24 pp. and 3 pp. 
illustration plates and 2 sketch maps. 
ce Is. 6d.—The author’s theme is 

t the North London Railway was a 
small line with distinctive ‘“‘ personality”’ 
and characteristics, which grew as 
London grew. He put forward this 
contention in a paper to the Railway 
Club on April 7, 1933, and so far suc- 
ceeded in interesting and convincing his 
hearers that a demand arose for the 
text in permanent form. This origin 
governed the length of the essay, and 
therefore the present brochure is of 
modest dimensions, although the text 
has been completely rewritten for pub- 
lication. There can be no doubt about 
the widespread interest which the North 
London Railway evoked, and few will 
be disposed to dispute the author’s 
conclusion that “‘ it had strong claims to 
be considered the most efficient of the 
smaller British railways.’’ Mr. Robbins 
has done his work well, and as the 
booklet is described as ‘‘ The Oakwood 
Library of Railway History—No. 1,” 
we hope that the standard thus set will 
be maintained by subsequent little 
histories in the series. A useful biblio- 
graphy is appended, and two good 
sketch maps—the work of Mr. L. T. 


Catchpole—add materially to the value 


of the publication. Incidentally, Mr. 
Robbins comments in a prefatory note 
on the difficulty of verifying dates, and 
refers to the steps he has taken to 
secure accuracy ; he appears to have 
succeeded more nearly than any pre- 
vious writer who has dealt with the 
North London Railway. 


Bradshaw’s General Railway, 
Steam Navigation, and Hotel Guide 
for Great Britain and Ireland. Octo- 
ber, 1937. No. 1251. London: Henry 
Blacklock & Co. Ltd. 64 in. 5 in. 
2s. 6d.—With the increase in the costs 
of printing and production, the pro- 
prietors of ‘‘ Bradshaw ”’ have been com- 
pelled, from the October issue, to raise 
the price from 2s. to 2s. 6d. Even at 
half-a-crown, however, this indispens- 
able companion for the habitual traveller 
can hardly be regarded as expensive. 
For, unlike other compilations, which 
bid him, when travelling to some obscure 
station, to ‘‘ see trains to So-and-so, and 
thence about four times daily ’’—a 
nebulous piece of information which 
may involve hours of wasted time— 
“Bradshaw ”’ shows the train service to 
every station in Great Britain and Ire- 
land in detail. Moreover, it succeeds in 
this comprehensive aim within a com- 
pass comparing more than favourably 
with the bulky tomes which serve a 
corresponding purpose in other coun- 
tries, notably France, Germany, and 
the United States, the thickness of 
an issue of “‘ Bradshaw ’’ being just 
i In order to reduce both size and 


id in. 
production costs, however, the pub- 


” 


lishers have in recent years tended to be 
too merciless in some of their compres- 
sion, particularly in suburban tables, 
which become difficult to follow and, on 
the other hand, easy to misread with 
the increasing practice of showing the 
hours at the head of train columns only, 
and nothing but the minutes in the 
columns themselves. As a result of this 
compression, the 1,150 pages or so 
which represent the nominal content of 
each issue is considerably greater than 
the actual number of pages printed, 
which tends to shrink with each issue, 
and though such shrinkage may improve 
the portability of the volume, it does 
not facilitate the search for trains. 
Nevertheless, despite all the witticisms 
which have been directed against its 
complexity from time to time, ‘‘ Brad- 
shaw ”’ still continues to be the travel- 
ler’s vade mecum in Great Britain, and 
despite the challenge of later rivals, is 
likely so to continue. 


Winter Sports.—The principal win- 
ter sports resorts in Europe are set out 
with brief descriptive notes in this 
illustrated handbook from Dean & 
Dawson Limited, 7, Blandford Square, 
London, N.W.1. Travel arrangements 
to the various countries concerned are 
given due prominence. Visitors to 
Switzerland, Austria, and Germany, 
by travelling on specially-chartered 
trains, can enjoy 10-day tours in any 
of these countries for a figure which 
averages as low as £9. These tours 
depart on December 22 and 29, 1937, 
and January 5, 1938. 


Winter Sunshine : Cook’s Hand- 
book for Overseas, 1937-38.—This 
handbook is designed to help in the 
choice of a holiday in some of the more 
distant lands where sunshine reigns 
during the Northern winter and spring. 
Tours in India, Burma, Ceylon, Far 
East, Australia, New Zealand, Africa, 
Madeira, Canary Islands, West Indies, 
and America are set out. But this is not 
a handbook of tours alone ; it tells of 
some of the pleasures to be found in 
various countries, what one can see and 
do. In most cases the tours are merely 
suggestions, and can be modified, ex- 
tended, or altered to meet individual 
requirements. Included is a leaflet on 
the Nile Tour by Cook’s steamers. 


Ships’ Boilers.—From Babcock & 
Wilcox Limited, of Renfrew, we have 
received a handsomely-produced illus- 
trated publication entitled ‘‘ Ships with 
Babcock Boilers.” This book gives 
striking evidence of the great activities 
of a greatcompany. Nearly one hundred 
foolscap pages have been devoted to an 
alphabetical list—from Abel Upshur to 
Zedwhale—of the names of ships in 
which Babcock & Wilcox patent water- 
tube, or three-drum express boilers 
have been installed or for which they 
are under construction. Brief details 
are given of every installation. Froma 
summary table we learn that a total 
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number of 5,809 sectional head boilers 
have been or are being supplied, while 
the corresponding number of three-drum 
boilers is 929. The illustrations on art 
paper include such vessels as the T.SS. 
Beaverdale (Canadian Pacific Railway), 
T.SS. Canterbury (Southern Railway), 
T.SS. Duke of York (L.M.S.R.), and 
H.M.S. Queen Elizabeth; all of which 
have been fitted with Babcock & Wilcox 
boilers. A list of Babcock & Wilcox 
seaboard offices is provided. 

Valve Seat Inserts.—Sheepbridge 
Stokes Centrifugal Castings Co. Ltd., of 
Chesterfield, sends us a leaflet dealing 
with Stellited Centrilock valve seat 
inserts. The severe conditions pre- 
vailing at internal-combustion engine 
exhaust ports are, it is claimed, most 
effectively combated by the fitment of 
these valve seat inserts, which are 
positively locked in position and excep- 
tionally durable under the most exacting 
conditions. They are supplied ready 
for fitting with the mitre incorporated, 
and require, after insertion, only a final 
grinding operation. Inserts can be 
supplied to the particular requirements 
of customers. Alternatively, standard 
sizes are stocked and a list of these is 
provided. 

Ox y-Acetylene Hand-Cutting Out- 
fits.—The British Oxygen Co. Ltd., of 
Thames House, London, S.W.1, has 
issued a priced list of Alda oxy-acetylene 
high-pressure hand-cutting outfits for 
construction and demolition work. Out- 
fits for general cutting work and scrap 
cutting, cast-iron cutting, and light 
cutting are supplied. We have also 
received a pamphlet giving particulars 
and prices of portable dissolved- 
acetylene flamelights for emergency and 
general use. There are two general 
types: Alda lights consisting of a 
burner fitment and a polished stainless 
steel parabolic reflector, giving a highly 
concentrated beam of light; and Da- 
lights consisting of a fitment carrying a 
single or cluster burner, and including in 
some cases a wide-angle enamel reflector. 
The latter type gives a widely diffused 
light. 

Aluminium in Architecture and 
Decoration.—A publication with this 
title from the British Aluminium Co. 
Ltd., Adelaide House, London, E.C.4, 
contains some 465 illustrations of build- 
ing exteriors and interiors showing the 
versatility of aluminium in architec- 
tural applications. This material will 
take numerous artistic finishes, which 
at the same time have the advantage 
of being highly protective. There is 
also a wide range of forms in which 
aluminium may be applied to building 
and decoration, the material being 
available as castings, sheet, extruded 
sections, tubes, and forgings. Window 
frames, balustrading, ornamental grilles, 
and lift enclosures are uses represented 
by numerous handsome examples among 
the illustrations. A view of escalators 
with aluminium casing shows how the 
appearance of the shafts may be 
lightened by applying a material which 
is both durable and easy to maintain 
in an attractive condition. 
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THE SCRAP HEAP 


An evening newspaper columnist 
stated a short time ago that he had 
just had a ride in a taxi for one penny. 
A cab stopped and the driver asked 
him if he wished to go to one of the 
London railway termini ‘‘ for nothing.’’ 
It so happened that that was precisely 
where he did wish to go, so partly out 
of curiosity he entered. On arrival the 
man asked for a penny, ‘‘ as it looked 
better rhe explanation given was 
that, for reasons of state, empty taxis 
are not allowed to enter the precincts 
ol certain stations, but that their 
drivers are anxious to be there since 
they never fail to pick up a fare—hence 
the odd, but apparently legal, device 


* * a 


FRAIN RUN OF 7,500 MILES WITHOU'1 
CHANGING ENGINES 

[t is reported that two special trains 
left Moscow and Vladivostok simul 
taneously on October 15, for a 7,500 
mile run without changing engines, to 
Vladivostok and Moscow respectively. 
rhe route passes through taiga, steppes, 
ind mountainous regions, includes the 
steep gradients in the Yablonovoi 
mountain range, and winds along the 
banks of Lake Baikal. The runs have 
been undertaken at the suggestion of 
an engine-driver named Alexei 
Gorshenin, of the Khabarovsk railway 
depot, as a way for railway workers to 
commemorate the October Revolution. 
Drivers of all railway lines competed 
for the honour of driving these trains. 


¥* * * 


it will be recalled that on February 
17, 1936, -one of the G.W.R. 

Castle ’’ class locomotives was 
named Lloyd’s and numbered A.1. 
The unveiling ceremony was _per- 
formed by Mr. Neville Dixey (at that 
time Chairman of Lloyd’s) in the 
presence of Viscount Horne (Chair- 
man of the G.W.R.), with representa- 
tive members of Lloyd’s, and directors 
and officers of the G.W.R. An in- 
teresting sequel to this naming is the 
recent presentation to Lloyd’s, by 
three well-known insurance firms in 
the City of London (C. E. Heath & 
Co. Ltd., Alexander Howden & Co. 
Ltd., and Willis, Faber, and Dumar 
Ltd.) of. a handsome model of the 
locomotive, made by Bassett-Lowke 
Limited, which has been placed in 
Lloyd’s library. 


* * * 


A daily newspaper publishes a design 
for a child’s bedroom in which the 
head of the bed is fashioned like a loco- 
motive cab, the foot as the smokebox, 
ind the wallpaper is décorated with 
lineside scenery and telegraph poles. 
[hus surrounded, Junior can go to sleep 
lulled by the comfortable delusion that 
he is an engine driver. It strikes us as 
an improving phantasy, and one more 
tc. be encouraged than that other 
juvenile aberration which consists in 


regarding Father as a harmless com- 
bination of Croesus and the ‘‘ Encyclo- 
pedia Britannica.’’ 
SS * + 

In the course of excavation for the 
building of the Reichsautobahn between 
Stuttgart and Ulm many interesting 
fossils and other relics were found. A 
museum where these finds will be dis- 
played is being built beside the road 
near the village of Holzmaden. The 
relics are now being prepared for this 
purpose by Dr. Haufis, whose dis- 
coveries from the former Jura Lake are 
to be found in museums throughout the 
world 

* * * 
\ KOYAL ENGINE DKIVER 

While interest in railways by Royalty 
is not unknown, a fully qualified engine 
driver who is also a member of this 
exclusive body, is probably unique. It 
is apparent, however, that one of the 
regal privileges is the ability to realise 
a youthful ambition to become an 
engine driver—a desire that most of us 
secreted in our early days. How a King 
can acquit himself at the controls was 
demonstrated on November 5. last, 
when by invitation of the L.M.S.R., 
King Boris of Bulgaria made a special 
run with the Coronation Scot train 
from Euston to Bletchley and_ back. 
On the outward journey the locomotive 
was No. 6220, Coronation. Among the 
10 passengers on board were Mr. 
E. J. H. Lemon and Sir Harold Hart- 
ley, Vice Presidents of the L.M.S.R.; 
Mr. C. R. Byrom, Chief Operating Man- 
ager; and Mr. W. A. Stanier, Chief 
Mechanical Engineer. On the footplate 
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with King Boris were Mr. D. C. Urie 
Superintendent of Motive Power: 
Driver F. Bishop and Fireman J. Card- 
well. A maximum speed of 88 m.p.h 
was attained at Cheddington and the 
journey was accomplished at an aver- 
age speed of 62-3 m.p.h. For the re 
turn journey to Euston ‘‘ Royal Sc 
class locomotive No. 6145, Duke of 
Wellington’s Regiment (West Riding) 
was attached. An average speed of 
55 m.p.h. was maintained throughout, 
a maximum of 80 m.p.h. being attained 
near Hemel Hempsted. On arrival at 
Euston King Boris was presented with 
an 18-in. long model of the locomotive 
Coronation by Sir Josiah Stamp, Presi- 
dent of the L.M.S.R. The King, who 
stated that he had driven engines for 
27 years, remarked that it was the 
best locomotive journey he had mac: 
* aS * 
A LINK WITH BRUNEL 

A framed engraving of Isambard 
Kingdom Brunel (the first Engineer of 
the G.W.R.) was presented last month 
to the G.W.R. by Sir Stafford Cripps, 
M.P. In a letter to the General Mana 
ger, Sir Stafford explained that, having 
purchased the engraving at a recent 
sale of his late uncle’s effects, it oi 
curred to him that it might be of in 
terest to the company, in which case 
he would be glad to give it. The gift 
was thankfully accepted and is to be 
included in the company’s picture gal 
lery at Paddington station. On the 
back of the engraving is inscribed, in 
the handwriting of Mr. Richard Potter, 
to whom it had belonged: ‘I. K. 
Brunel, Engineer, Great Western Rail- 
way, died 1858. [ was intimate with 
him from 1849 to his death.’’ Brunel 
died actually on September 15, 1859. 


King Boris of Bulgaria on the footplate of ** Coronation.” which he drove from 
Euston to Bletchley, on November 5 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


ARGENTINA 


Reconstruction of Transandine 
Railway 
fhe reconstruction of this railway 
begun at Blanco Encalada, and 
heuta on September 20, in order to 
cide with the anniversary of the 
laration of Chilean independence. 
work is being carried out by the 
entine Government—which proposes 
» acquire the line—and has _ been 
entrusted, for the time being, to the 
Chief Engineer in charge of the construc- 
tion of the Pie de Palo—Mendoza 
branch of the State Railways, which 
will be connected with the Transandine 
Railway at Mendoza. 


International Railway Connections 


\ convention signed between the 
representatives of the Argentine and 
Bolivian Governments on September 17, 
provided for, amongst other things, the 
making of the preliminary surveys 
for the construction of a branch line 
to connect the cities of Sucre and Santa 
Cruz de la Sierra in Bolivia with the 
North Central Argentine (State) Rail- 
way at Yacuiba on the Argentine- 
Bolivian frontier. 


Passenger Receipts, 1927-1936 


The Instituto de Estudios Econémicos 
del Tvansporte has just issued some 
statistics relating to the passenger 
receipts of all the privately-owned 
railways in Argentina during the 10 
calendar years between 1927 and 1936, 
from which the following facts emerge : 

a) The receipts of all the private railways 
are 27 per cent. less than 10 years ago. 

b) The number of passengers has declined 
by 7 per cent. during the same period. 

c) The total mileage travelled is only 5 per 
cent. lower, indicating that the average journey 
is slightly longer than in 1927. 

(d) The average return per passenger-km. 
has declined 23 per cent., this being the extent 
by which railway travel has been cheapened 
during the last decade. 

The fluctuations in the number of 
passengers carried by the Argentine 
railways (exclusive of the State-owned 
lines) may be appreciated from the 
following comparative figures :- 

Calendar 
Years 
1927 
1928 


Passengers 
146,764,526 
155,588,377 
1929 163,037,096 
1930... ... 166,433,530 
131... ... 157,590,020 
1932 146,896,855 
1933 137,736,653 
1934... ... 136,035,688 
1935... ... 133,331,102 
1936 136,051,502 


It will be seen that, despite the im- 
provement of 3 millions in 1936 over 
1935, last year’s figures are still some 
10,700,000 lower than those for 1927. 
The Argentine North-Eastern and Cia. 


General de Ferrocarriles are the best 
off in this respect, having increased their 
passenger traffic by 15 per cent. during 
the period under review, while the 


Cérdoba Central shows an improvement 
of 11 per cent., and the Central Argen- 
tine, which has the second largest 
passenger traffic in the country, is up 
by | per cent., as the result of an increase 
of 3,400,000 in 1936. 

The B.A.G.S.R., which occupies the 
first place in the passenger statistics, 
has registered a reduction of some 
7,300,000, equivalent to 13 per cent., 
since 1927; the B.A. Western is down 
by 2 per cent., while the Pacific, Santa 
Fé, and Rosario—Puerto Belgrano lines 
show reductions of 23, 31, and 53 per 
cent. respectively. 


Kilometres Travelled 

The passenger-km. statistics differ 
considerably from the preceding figures. 
Thus, the B.A.G.S.R., carrying 13 per 
cent. fewer passengers than in 1927, 
shows an increase of 1 per cent. in the 
number of km. travelled, indicating that 
the reduction in suburban passengers 
has been made up by the larger number 
conveyed to more distant destinations. 
The reverse is the case with the Central 
Argentine, as the passengers, although 
numbering 1 per cent. more than 10 
years before, travelled 5 per cent. less 
distance. The Western and Pacific 
figures both indicate a slight reduction 
in the length of the journeys, and in 
the case of the Cérdoba Central and 
Cia. General de Ferrocarriles this is 
in the neighbourhcod of 20 per cent. 

The Entre Rios Railways, with a 
reduction of 7 per cent. in the number 
of passengers, show no change as 
regards passenger-km., and a _ record 
lengthening of the journeys belongs 
to the Santa Fé Railway, with a 
reduction of 31 per cent. in the number 
of passengers and an increase of 11 per 
cent. in the distance travelled. 


Reduced Receipts 
Although the passenger receipts for 

1936 showed an improvement over the 
three preceding years, they were still 
some $31,000,000 paper (27 per cent.) 
lower than in 1927. The figures relating 
to the private railways during the last 
10 years are as follow :— 

Calendar $ 

Years Paper 

1927 117,261,350 

1928 120,368,736 

1929 118,637,379 

1930... ... 113,847,757 

131... ... 100,942,784 

1932 ... ... 90,030,621 

1933... ... 82,783,007 

19384... ... 85,051,019 

1935 82,755,107 

1936... ... 86,017,738 

The B.A.G.S.R. and Central Argen- 

tine both show reductions in the neigh- 
bourhood of $8,000,000 paper, approxi- 
mately equivalent to 21 per cent., 
but the decline is still heavier in the 
case of the B.A. Western and B.A. 
Pacific with falls of 31 and 40 per cent., 
respectively. On other railways the 
drop in passenger receipts during the 
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10 years under review was as follows : 
Cérdoba Central, 38 per cent.; Cia. 
General, 35; Santa Fé, 42; Entre 
Rios, 31; B.A. Central, 29; Rosario— 
Puerto Belgrano, 61; and Argentine 


North Eastern, 12 per cent. 


Cost of Travel 
The extent to which the cost of rail- 
way travel has been reduced during the 
last decade is shown by the following 
figures indicating the revenue received 
for carrying one passenger one km. 
in cents :— 
Calendar $ Paper 
Years cents 
1637 .n oi 3-07 
1928... rae 3-03 
1929 ... a 2-87 
1930... os 2°77 
1931 2-62 
1932 ... icon 2-52 
ne 2-45 
a 2-45 
” an 2-40 
ce 2-37 
The above are the averages for all 
the private railways, but the individual 
figures for each railway also show 
reductions, the following being the 
comparative figures for the various 
lines :— 
1927 
Cents 
B.A.G.S.R. ... ous 2-73 
Central Argentine ... 3-02 
B.A.P.R. ats aes 3-80 
B.A.W.R. a co 2-64 
Cérdoba Central -. 98°98 
Cia. General ... 3°36 
Santa Fé <n = 3°27 
Entre Rios... a 5°57 
B.A. Central ... ri “05 
Rosario-Pto. Belgrano 3-16 
Argentine North- 
Eastern Pr er 64 


IRISH FREE STATE 


Visit of British Advertising 
Representatives 

The officers in charge of advertising, 
publicity or public: relations of the 
London Midland & Scottish, London 
& North Eastern, Great Western, and 
Southern Railways, with their 
assistants, travelled to Ireland via Holy- 
head on October 4 and went through 
to Killarney. They had a sight-seeing 
tour of the district and travelled by 
road to Parknasilla and visits were 
paid to Glengarriffe and the beauty 
spots of the South. The party re- 
turned to England via Rosslare. Mr. 
Floyd, Traffic Manager of the Great 
Southern Railways, acted as host, and 
the party was met also by Mr. Doyle, 
Hotels Manager. The visit was made 
with a view to improving the tourist 
traffic from America as well as from 
England, and the development of the 
business generally in the New York 
and associated offices. 


G.S.R. Directorate 


No announcement has yet been made 
as to the filling of the vacancy on the 
board caused by the death of Mr. 
J. X. Murphy, but under the terms of 
the Irish Free State Railways Act, 
1924, any casual vacancy occurring 
among the directors shall be filled by 
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a person co-opted by the other direc- 
tors; and any director co-opted. to fill 
a casual vacancy shall hold office for 
the same period as that for which his 
predecessor held office. By the Rail- 
ways Act of 1933 the election of direc- 
tors by postal voting was enacted, and 
a returning officer was appointed for 
the purpose of such an election, the 
number of directors being fixed at 
seven. It is provided in this Act also 
that every vacancy occurring by 
reason of the death of a director shall 
be filled by co-option, and the person 
so co-opted shall hold office for the 
residue of the period for which the 
director whose place he fills would 
have held office. Mr. Murphy’s term 
of office would have expired in 1939. 
The directors may act notwithstanding 
the existence of one or more such 
vacancies, but the quorum for a meet 
ing of the directors is three. 


FRANCE 


Demand for Rise in Wages 

French railwaymen are pressing their 
demand for a rise in wages to meet 
increased living costs. It is estimated 
that the increase in wages will require 
an additional annual expenditure of 
fr. 690 million. The question has 
already been discussed at a meeting of 
the Cabinet, and it was indicated that 
measures would be taken to deal with 
the matter. Since then delegates from 
the Railwaymen’s National Federation 
have had a long talk with M. Guinand, 
President of the National Railways 
Company, on the readjustment of 
wages and pensions. They put forward 
a claim for a uniform increase of 
fr. 150 a month to take effect as from 
October 1. They also asked that in 
demnities for displacement and allow- 
ances for expenses should be increased 
by at least 30 per cent. The delegates 
also made a vigorous protest against 
modifications of the normal régime of 
the 40-hr. week and against the pro- 
posed special régimes, especially on the 
Nord system. M. Guinand admitted 
the need of making the wage readjust- 
ments as soon as_ possible, and 
promised to place the demands im- 
mediately before the Minister of Public 
Works. 


Application of 40-hr. Week 


Meanwhile the National Federation 
has issued a statement informing the 
public that the railwaymen are not re- 
sponsible for the suburban train delays, 
which have recently given rise to lively 
protests in certain Paris stations. The 
statement urges the travelling public 
not to address their protests to the 
employees but to the railway managers 
in order that the traffic may be better 
organised. Finally, it is claimed that 
the 40-hr. week and the formation of 
the National Railways Company are in 
no way to blame for the delays. 

The cause of the delays, which affect 
goods as well as passenger trains, is 
the subject of articles in the French 
Officials of the railway systems, 


press. 
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according to Le Matin, consider that 
the unpunctuality is a temporary con- 
sequence of the application of the 
40-hr. week. One official pointed out 
that this year the train traffic had been 
more intense because of the increased 
travel due to the paid holidays of 
workers and to the International Ex- 
hibition. But, he added, the main 
cause of the delays is the 40-hr. week. 
Many New Employees 

It was necessary to engage large 
numbers of new and inexperienced em- 
ployees, the same official stated. Fire- 
men became engine drivers with insuffi- 
cient training to enable them to become 
acquainted with the lines and the loco- 
motives. Trains were sometimes 
brought to a standstill, where more ex- 
perienced drivers would easily overcome 
temporary mechanical difficulties. Re- 
pairs also took a longer time, as outside 
workers with little experience of rail- 
way rolling stock had to be employed. 
A driver in the past had usually been 
given the same locomotive so that he 
became well acquainted with it, and 
could save fuel and reduce mechanical 
troubles to a minimum. The 40-hr. 
week had also caused delays in signal- 
ling and in work on the permanent 
way, thus slowing down traffic. 

In regard to the railway staff, the 
difficulties were only temporary, and 
every effort had been made to tide 
them over. All the employees were 
showing an excellent disposition to 
learn their new duties, and it was only 
a question of a short time till they 
acquired the real railway spirit. 


BELGIUM 


Large Power Signal Box to be 
Removed Bodily 

The large all-electric signal box at 
the Gare du Nord, Brussels—the 
interior of which was illustrated in our 
issue of June 14, 1935 (page 1163)— 
said to weigh about 240 tons, is to be 
moved by a few feet at a time over 
a period of some 2 months to a position 
25 yd. from its present site. This 
procedure has been arranged so as to 
avoid any dismantling or interruption 
to the service in connection with some 
alterations. The box controls the 
whole of the yard in which large 
numbers of shunting movements occur, 
and is of the most recent design. The 
present concrete legs of the box will 
be replaced by steel ones to enable 
the move to be made. 


CHINA 


Air-raid Damage to Railways 

Reports of damage to railway pro- 
perty—in some cases accompanied by 
loss of life—resulting from Japanese air 
raids, continue to come to hand daily. 
Pukow, the ferry terminal of the 
Tientsin-Pukow Railway, on_ the 
Yangtse opposite Nanking, has been 
several times bombed, and permanent 
way and rolling stock have been 
damaged. It is remarkable that the 
Nanking-Shanghai administrative office 
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buildings, which comprise a yn- 
spicuous great block, have not yet been 
seriously damaged, though the North 
station alongside is almost daily 
bombed. 


Two air raids are reported on the 
Canton-Hankow line, and three bombs 
were dropped upon Wongsha station 
and workshops, killing a number of 
workmen. On the Chekiang-Kiangsj 
Railway several freight trains, cars in 
sidings, and locomotives are reported 
to have been hit. 

New Peiping-Jehol Railway 

Large numbers of Chinese have been 
ordered by the Japanese to begin work 
immediately on a new strategic line of 
railway to connect Peiping with 
Chengteh, the capital of Jehol. The 
work is to be rushed through to facil 
tate troop movements, and the length 
ef the new line will probably be 140 o1 
156 miles. 

Later War News 

Aerial bombing recently cut the Can- 
ton—Hankow Railway at several points 
by destroying bridges over the large: 
rivers. Shanghai North station and th 
eastern and northern ends of the Nan 
king—Shanghai and Shanghai—Hang 
chow—Ningpo lines are now in th: 
ands of the Japanese. Lienyun the 
castern terminal port of the Lung—Hai 
Railway has been constantly bombarded 
from the sea and air, but its defences 
appear, so far, to have shown sufficient 
strength to deter the Japanese from any 
attempt at a landing. 


NEW ZEALAND 


Test of the Capacity of Wellington 


Station 
The recent visit of the ‘‘ Spring 
boks ’’ South African Rugby football 


team, and in particular the Test match 


between it and the ‘‘ All Blacks’ 
New Zealand team, attracted such 
great crowds to Wellington recently, 


that it provided the first real test of 
the capacity of the fine new station 
here. At the station itself not a single 
delay was caused in the signalling and 
operation of trains throughout the 24- 
hour period concerned, in spite of the 
fact that between 1.45 a.m. and mid- 
night 195 trains were dealt with. 
Between 7.15 and 8.15 a.m., 21 trains 
arrived or departed, an _ average 
throughout the hour of a train every 
three minutes. Between 5.45 a.m. and 
noon, 14 long-distance expresses 
brought in about 5,000 passengers from 
all over the North Island. In addition, 
there were the arrivals and departures 
of very numerous _ shorter-distance 
trains and railcars, giving a total of 96 
trains before noon; the remaining 99 
were dealt with between noon and mid- 
night. 

The spacious entrance hall and con- 
providing ample area under 
were specially appreciated by 
passengers, many of whom made the 
station their rendezvous. The cater- 
ing and other facilities were also so 
popular that 1,050 breakfasts, 300 


course, 
cover, 
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lunches, and 538 dinners, and a large 
nuraber of teas and lighter meals were 
ed to some 3,200 people in all dur- 
hair-dressing 
haircuts, 


Sé 


ing the day. In the 
aloon 188 had shaves or 
36 used the baths. 


Napier-Gisborne Railway 
On August 23, the Railway Depart- 
ment took over the Napier-Putorino 
48-mile section of the Napier-Gisborne 
Railway now under construction, and 
through goods traffic from Napier to 
Wairoa (72 miles) and Waikokopu (96 
s) was worked in conjunction with 
Public Works Department, which 
not yet completed the construction 
ork on the portion of the line beyond 
itorino. 


ABYSSINIA 


Assab and Dessie Railway 
Alignment 
‘ontrary to previous announcements 
Assab-Dessie Railway will not run 
ngside the motor road now under 
nstruction between these two impor- 
nt centres of Italian Africa, says I] 
le quoted by Reuters Trade Service. 
‘he railway is to be built indepen- 
ently of the road, though it will follow 
same general route. This decision 
was reached after detailed surveys had 
revealed that the proposed route led 
over such irregular ground that the cost 
of constructing both road and railway 
ipproximately on the same alignment 
would be greater than if two separate 
were followed; even as now 
located the cost of construction will be 
very high. Nevertheless, it is con- 
sidered that the economic gain will be 
great, as communication between the 
Red Sea and Addis Ababa, 
Italian territory, will be shortened by 
ibout 300 km. The Addis Ababa- 
Djibouti Railway will therefore become 
of secondary importance, and may pos- 
sibly be used only in exceptional cir- 
umstances. The motor road from 
\ssab to Dessie will be 530 km. long, 
ind 1,500 Italian and 10,000 natives 
ire at present employed on the con- 
struction of about 200 km. of it. 


routes 


across 


ROUMANIA 


The State Railways in 1936 

The length of the Roumanian rail- 
ways amounted in 1936 to 11,216 km. 
In that year the earnings ex- 
eeded those of 1935 by over 11 per 
cent., the figures being 10,095 millions 
of lei (£21 millions) in 1936 against 
9,071 millions of lei (£18-9 millions) in 
1935. The improved conditions prevail- 
ing during the latter part of 1936 still 
exist—according to the Report on 
Economic and Commercial Conditions 
in Roumania, published in May this 
vear by the Department cf Overseas 
[rade—and support the hope that 
further increases in traffic and receipts 
will result in 1937. Early in January, 
1937, proposals for an increase of 15 
per cent. in transport rates were being 


gross 
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considered, and a few days later a for- 
mal announcement was made that this 
increase had received the consent of 
the Railway Administration Board. It 
was later authorised by the Govern- 
ment Economic Committee and 
brought into force. The number of 
passengers in 1936 totalled 38,919,000, 
against 34,974,000 in the previous year, 
while goods _ traffic amounted to 
25,336,000 tons compared with 
24,558,000 tons in 1935. The _pro- 
gressive reduction in the number of 
locomotives in service continued, the 
figure being 1,984, against 2,008 in 
1935, and 2,142 in 1934. This is 
accounted for by the increasing num- 
ber of railcars in use, 137 in 19837, 
compared with 83 in 1935. Figures 
are given of the proportion of vehicles 
under repair to those in_ service. 
Under the head of locomotives, there 
were 1,657 under or awaiting repair and 
1,984 in service; railcars, 137 in service 
and 33 under or awaiting repair, 
carriages 2,745 in service and 970 un- 
der repair, while for wagons the re- 
spective figures were 59,316 and 10,764. 
For some years past it has been the 
policy of the railways to make all 
possible purchases of rolling stock, 
locomotives and material from Rou- 
manian builders, and this policy has 
been applied even to brake and signal- 
ling systems, which are to be manu- 
factured in Roumania under license of 
the world famous firms usually supply- 
ing them. 
SWEDEN 
Further Notes on the Private 
Railways 

In continuation of the notes upon 
this subject published in THE RatLway 
GazETTE of November 5, the following 
further information may be of interest. 

With a route-mileage of about 10,600 
miles, Sweden has the seventh longest 
railway system in Europe, but as this 
country is so sparsely populated, it has 
the highest ratio of mileage per head of 
population, namely, 16-6 miles for each 
10.000 inhabitants. The aggregate 
route-mileage of the State Railways is 
now 4,810 miles, all of standard gauge 
except a 12-4-mile branch from Har- 
manger to Bergsjo, near the Gulf of 
Bothnia, which has a gauge of 2 ft. 
114 in. No fewer than 90 other ad- 
ministrations control the odd _ 5,793 
miies of privately-owned and -operated 
lines. These are distributed between 
six different gauges as follow :— 
Number of 
ownlng 
companies 
+ ft. 8h in. (1-435 m.)... 48 3,601 
2 ft. 114 in. (0-891 m.) 32 1,740 
3 ft. 6 in. (1-067 m.)... 6 343 
2 ft. Sin. (0-813 m.) ... 2 50 
2 ft. (0-600 m.,) ae 1 30 
3 ft. 7 in. (1-093 m.) ... I 29 


Gauge Mileage 


5,793 


All these private lines are in the 
southern and more populated part of 
Sweden south of Gavle, and are for the 
most part independently worked by the 
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small owning companies, a practice that 
tends to be uneconomical. Many of 
the concerns. are heavily indebted to 
the Government, which is, therefore, 
gradually absorbing into the State sys- 
tem those which default in their in- 
terest payments. 


The Linképing-Hultsfred Line 

On September 1, for instance, the 
Linkoping—Vimmerby—Hultsfred _ line 
(76-3 miles), with its 11-7-mile Bjarka— 
Siby—Atvidaberg branch, a standard 
gauge section of the Eastern Central 
system, was taken over by the State 
Railways. Linképing is on the Stock- 
holm—Malm6 main line, and the sec- 
tion from there to Hultsfred forms a 
link in the most direct chain of lines 
connecting Stockholm and the north 
with the more important ports of the 
south-east coast including Oskarshamn, 
Kalmar and the naval base of Karls- 
krona. It was therefore one of the 
most important private lines in central 
Sweden, and three through services run 
over it each way daily. As the com- 
pany had been in a bad way for some 
time, maintenance and repairs were 
much in arrears, and the State Rail- 
ways administration is faced with the 
expenditure of about £44,000 to re- 
habilitate its latest acquisition. 


MOZAMBIQUE 


New Railway 

A 160-mile railway following the line 
of the Zambesi from the present rail- 
head at Sena to the city of Tete, is to 
be constructed by the Mozambique 
authorities. |The immediate object is 
to facilitate the transport of coal, very 
extensive coal having been 
found, and worked to a small extent; 
about 10 miles from the river on the 
north bank. There is already a 2-ft. 
gauge line running from the mines to 
Benga, a few miles below Tete. 


seams 


UNITED STATES 


Repayment of Emergency Credit 
Loans 

Thirty-three of the 53 railways which 
received loans from the Railroad Credit 
Corporation, in order to meet fixed 
interest obligations, have paid in full, 
according to a report submitted by Mr. 
E. G. Buckland, President of the cor- 
poration, at the sixth annual stock- 
holders’ meeting held in Washington 
recently. Loans made to the 53 rail- 
wavs totalled $73,691,368, of which 
$52,542,029 has been repaid. The 
outstanding loans of the remaining 
20 railways total $21,149,339. Of 
these, 17 are now in the hands of the 
courts. The outstanding balance of 
loans made to them totals $20,410,598. 
In the 15 months’ period ended on 
March 31, 1933, a total of $75,393,237 
was pooled with the Railroad Credit 
Corporation. Of that sum, $55,133,652, 
or 75 per cent., has been repaid to the 
participating carriers as a result of loan 
repayments and collection of interest. 
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BRITISH RAILWAY STATISTICS 


“The Railway Gazette” monthly table for July, 1937, as compared with 
July, 1936, compiled from the Ministry of Transport Statement No 2)\2 





Description 


PASSENGER TRAIN TRAFFIC 
Number of pass. journeys (ex. season ticket holders) 
Increase (+) or decrease (—) eS * 
Passenger receipts (excluding season ticket holders) 
Increase (+) or decrease (—) 
Season ticket receipts 
Increase ( 
Parcels and mis« 
post) 


+) or decrease (—) 


traffic receipts (excluding parcels 


Increase (+) or decrease (—) 
FREIGHT TRAIN TRAFFIC 
Freight traffic (tons) (excluding free hauled) 
Increase (+) or decrease (—) 
Net ton-miles (excluding free hauled) 
Increase (+) or decrease (—) a a 
Average length of haul (miles) (excluding free-hauled) 
Increase (+) or decrease (—) 
Freight traffic receipts wa me 
Increase (+) or decrease (—) 
Receipts per ton-mile 
Increase ( 
Freight train loads : 
Increase ( 
Net ton-miles 
Per train engine-hour 
Increase (+) or decrease 
Per shunting-hour 
Per total engine-hour oo i ii 
Net ton-miles per route-mile per working day 
Increase (+) or decrease (—) 
Wagon-miles. Total , Fis 
Increase (+) or decrease (—) 


+) or decrease (—) , 
Average train-load (tons) 
+) or decrease (—) 


Full fares 


Reduced 


Total 


Percentage of loaded to total 
Wagons per train. Total 4 
Increase (+) or decrease (| 
Loaded 
Empty ae wi za 
rrain-miles. Coaching——Per train-hour 
Per engine-hour 
Per train-hour 
Per engine-hour 


[rain-miles. Freight 
Engine-miles. Total iva te 
Increase (+) or decrease (—) 
Mileage run by engines. Total train-miles 
Coaching 
Freight .. ; om ia 
Engine-hours in traffic Total 
Increase {+) or decrease ( 
Shunting miles per 100 train-miles 
Coaching ne 
Freight .. 


Great 
Britain* 


125,665,349 
7,845,426 
£8,157,448 
£877,927 
£774,301 
£37,602 


£1,177,093 
£5,895 


20,551,148 
1,400,707 
1,170,861 ,550 
+ 50,989,841 
56-97 

1-51 
£6,375,144 

~ £81,597 
1-307d 
0-042d 
123-29 


1-42 


954-58 
21-95 
854-76 
450-96 
2,690 

119 
339,272,776 
4,881,253 
67-26 
33-65 
0-55 
22-63 
11-02 
15-20 
11-96 

9-11 

3-66 
51,206,125 
1,359,602 


27,634,992 
10,083,729 
5,265,487 
199,641 


7-07 
71-66 


G.W.R. 


9,793,805 
817,087 
#1,161,283 
£145,374 
£46,902 

¢ £2,182 


£206,539 
£4,393 


§.352,237 
588,726 
225,808,327 
+ 18,536,615 
42-19 

4-25 
£1,167,000 
£86,700 

1 -24d. 
0-Old. 
133-15 
4-92 


1,031-79 
2-46 
782-13 
444-89 
2,768 

t 230 
62,342,453 
2,456,870 
68-88 
34-11 
0-24 
23-50 
10-61 
14-29 
11-16 
9-39 

3-37 
8,008,688 
225,127 


3,734,103 
1,827,635 
902,984 
43,907 


6-85 
84-66 


L.N.E.R. 


20,845,982 
1,654,751 
£1,751,282 
£200,929 
£144,039 
£9,587 


(366,198 
£1,607 


9,344,473 

: 491,530 
396,322,219 
+ 20,820,806 
42-41 

0-01 
£2,095,446 
£13,554 
1-27d 
0-O08d 
126-98 
0-88 


1,001 -56 
16- 

927 -22 
481- 

2,883 

147 

120,493,896 

3,995,568 


L.M.S.R. 


32,553,661 
2,499,337 
£2,943,471 
£286,927 
£207,779 
£8,465 


(433,798 
£4,417 


9,006,930 
245,392 
468,617,132 
+ 11,433,772 
52-03 

0-15 
{2,573,000 

~ £33,000 

1 -32d. 
0-02d. 
120-38 
0-09 


917-38 
44-86 
898-11 
453-82 
3,114 

89 
139,311,406 
489,486 


64-22 
34-15 
0-64 
21-93 
12-22 
14-5 
33 - 
9-2 
3°85 
14,365,870 
612,074 


6,671,576 9, 
3,528,762 4, 
1,590,838 2, 


79,571 


6-42 
66-93 


69-14 
33-40 
0-65 
23-09 
10-31 
14-56 
10-95 
8-89 
3-76 


19,074,593 
493,946 


268,862 
171,564 
035,051 

81,568 


7°55 
65-74 


S.R. 


21,832 230 
1,576,293 
£1,638,832 


£25536 
{13.85 


$142.7 


£4.23 


1,124 

74,433 
49,504,662 
448,711 
44-02 
3-11 
£340,044 
£14,406 

1-65d 

0-09d 
100-78 
0-07 


768-06 
33-91 
560-86 
324-15 
1,106 
16,559,193 
484,683 
67-83 
31-59 
0-85 
21-43 
10-16 
17.53 
14-49 
9.26 
3-17 
6,930,239 
173,309 


5,302,461 
524,135 
548,596 

8,808 





Passenger Traffic Statistics: Number of journeys, receipts, and receipts per journey (excluding season ticket holders)—July, 





Great G.W.R. L.N.E.R. 


Britain | 


Subject 


799,609 
£114,157 
34 - 26d. 


33,878,380 
£1,214,664 | 
8-60d 


Pass 1,330,857 
£201,323 


36-31d 


journeys 
Gross rec eipts 
Receipts per pass. | 
fares 
Excursion and 
week-end 
Pass. journeys 
Gross receipts 
Receipts per 
pass. journey 
Workmen 
journeys 
Gross receipts 
Receipts per | 
pass. journey | 
Other 
Pass. journeys 
Gross rec eipts 
Receipts per 
pass. Journey 


207,271 
5,681,197 


6,185,574 | 
£875,487 | 


14,114,577 
£1,301,439 
23 -83d 33 -97d. 22 -13d 
27,621,992 

£408,175 


1,854,570 
£28,179 


3,691,211 
(61,151 


Pass 


3-55d 3-65d. 3-98d. 
6,794,644 | 
(665,188 


915,090 
£99,446 


1,667,623 
£144,744 
23-50d. 26-08d. | 20-834. 
| 
9,793,805 
1,161,283 
28- 46d. 


Pass. journeys 
Gross receipts 
Receipts per pass. 


| 20,845,982 
£1,751,282 
20- 16d. 


L.M.S.R. 


1,805,221 
£191,558 
25-47d 


21,691,485 
{2,368,843 


26-21d. 


7,165,932 
£117,042 


3-92d. 


1,823,551 


£180,969 | 


23-82d. 


32,553,661 
£2,943,471 
21-70d. 


1937 





S.R. 


3,257,814 
(330,532 
24-35d. 


10,940,344 | 
(973,738 


21 -36d. 


6,025,056 
£100,423 | 


4-00d. 


1,595,868 
£219,420 


33 -00d. 
21,832,230 


£1,638,832 | 
18-02d. 


Cheshire 
Lines 


Liverpool 
Overhead 


188,837 
£1,911 
2-43. 


170,848 


£51,995 £1,808 


2-54d. 


21-48d. 


218,844 
£1,770 


1-94d. 


48,570 
£315 


53,315 
£4,079 
18-36d. 1-56d. 
627,099 
£5,804 


2-22d. 


906,013 
£64,684 
17-134. | 


L.P.T.B.f 


20,701 
52,089 
3-31d. 


25,5 
£3 


1,568,256 | 


(37,318 


5-71d. 


7,269,260 | 


£81,782 


34,900,684 
£477,349 
3-28d. 


Mersey 


84,200 
£1,607 
4-58d 


695,952 
£11,531 


3-98d. 


217,378 
£1,990 


2-20d 


17,542 

£265 
3-63d 

1,015,086 


| "£15,398 
3-64d 





* All standard gauge railways * Includes 


passengers originating on the railway undertakings, and on the Whitechapel and Bow Joint Railway 
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VANS WITH MECHANICAL REFRIGERATION 


Two experimental cars have been designed 


in France 


WING to the difficulty of keeping refrigerator cars 
O filled with ice the Société d’Exploitation des Wagons 
Frigorifiques has considered operating cars in which 
cold is provided by a refrigerating unit driven from the 
axle of the car. After preliminary experiments two dif- 
ferent cars were built for test. 
[In the first of these, built by Lalo Mignonac, the power 
is taken from one axle through an intermediate shaft 
which serves as a tension regulator for the driving belt 


| 


with axle-driven 


mechanism 


directly to evaporators. Four of these are provided, two 
at each end of the car, and each is provided with indi- 
vidual automatic regulation. Here the liquid evaporates. 
Between the evaporators and the body of the car, a light 
removable partition is provided. This connects with 
a space provided between the floor and the wood grating 
covering the floor, through which the air from the car 
is sucked in. 

At the top of the small compartment .containing the 
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Sectional elevation of Lalo Mignonac refrigerator car 


and which permits the compressor to be cut out when 
the car is empty by the simple expedient of relieving this 
tension. The compressor is operated through a reducing 
gear designed so that it is independent of the direction 
in which the car is moving. 

(his machine 1s of the reciprocating type with three 
cylinders cooled by brine and fed with methyl chloride. 





evaporators, a fan forces the air out again into the body 
of the car. To operate this fan, a small dynamo is pro- 
vided taking its drive from the same reducing gear as the 
compressor. The whole system is designed to keep the 
car sufficiently cool with an outside temperature of 86° 
F. The coils, however, are designed to withstand the 
pressure resulting from a vehicle speed of 75 m.p.h. 
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Plan of refrigerator car, built on the Lalo Mignonac system 


The condenser is in smooth copper tubing placed under 
the floor of the car and cooled by the movement of air. 
To ensure this movement, the condenser is surrounded 
by an envelope either end of which flares out to entrap 
sutficient air. 

The liquid after condensation flows through a coil in a 
vat of brine where it completes its cooling, and then goes 


The second car, built by Thomann on the Erem system, 
is somewhat simpler. The power is transmitted to the 
compressor directly from one shaft by a belt which is 
tightened by a spring and a handscrew under the car 
body. The compressor is a four cylinder one, capable of 
operating in either direction, and cooled by liquid circula- 
tion. The feed is in methyl chloride which is compressed 
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Refrigerator car built by Thomann on the Erem system 


and pumped into a condenser situated in the compartment 
itself. 

From here the liquid goes directly to the evaporator 
also placed in the compartment. This evaporator is sur- 
rounded by a hood connecting on the one hand with a 


metal duct running the length of the car along the ceiling 
and on the other with a grated air intake at the bottom 
of the compartment wall. The builders tried here to 
obtain a reasonable cooling for slow speeds, without ex- 
cessive cooling at higher speeds. 








NEW GENERAL PURPOSES LOCOMOTIVES 


FOR 


This new and, considering the axle 


NEW ZEALAND 


load, very powerful type, is intended 


eventually for the Christchurch-Oamaru express service, but will at first 


be used for heavy goods work 


on 


the Midland line, South Island 
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WEIGHTS IN WORKING ORDER 62T. SC. 


HE steady expansion in the volume of goods traffic 
coming forward from the West Coast through the 
Otira tunnel (South Island) has necessitated arrange- 

ments being made to place a more powerful type of loco- 
motive in service on the Midland line. Six locomotives, 
for this purpose, built at the railway shops in Hillside 
(Dunedin), are now undergoing final tests. These new 
““G" class engines are the first of the three-cylinder simple 
type built by the Railways Department for orthodox loco- 
motive construction. The boiler pressure is 200 lb. per 
sq. in., the driving wheels are slightly larger than those 
of other engines, being 4 ft. 9 in. diameter on tread, and 


the tractive force at 75 per cent. boiler pressure is 





TOTAL = 977. SC. 


26,000 lb. The engine is, therefore, next to the “‘ K,”’ 
the most powerful the department has in use. In working 
trim the engine and tender weigh 97 tons. A line diagram 
of this type is reproduced above, together with some 
more of its leading dimensions. The gauge is, of course, 
3 ft. 6 in. 

It is intended to withdraw the ‘‘ G’’ class locomotives 
from service on the Midland line later on and utilise them 
for hauling express trains between Christchurch and 
Oamaru, when certain bridges and sections of the line 
between those points have been strengthened. ‘‘ K ”’ class 
locomotives, equipped with a booster, will then replace 
the ‘‘G ’”’ engines on the Midland line. 
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TEST RUNS BETWEEN BRISTOL, 


THE RAILWAY GAZETTE 


LEEDS, AND GLASGOW BY THE 


MIDLAND AND GLASGOW & SOUTH WESTERN ROUTE, L.MLS.R. 


In pursuance of its policy of general acceleration of express passenger 
services over the Midland Division, the L.M.S.R. has conducted trial 
runs between Bristol, Leeds, and Carlisle, and continued the trials over 
the Glasgow & South Western Section to and from Glasgow (St. Enoch) 


-) N October 12 a test journey was made by the L.M.S.R. 
O over the 206 miles from Bristol to Leeds and on 
October 13 over the 228} miles from Leeds to 
Glasgow; October 14 and 15 were occupied by the return 
.; from Glasgow to Leeds and Leeds to Bristol respec- 
ively. For all the runs the engine was Class ‘“‘ 5XP”’ 
3-cylinder 4-6-0 No. 5660, Rooke, which thus completed 
869 miles of fast running over very difficult gradients in 
four consecutive days. This engine is one of the later 
series of this particular type, with 24-element superheater 
and 31 sq. ft. of firegrate, as shown in the diagram 
reproduced on p. 825. From Bristol to Leeds and_ back 
it was in charge of Driver E. Gardner and Fireman P. R. 
Hook, of Bristol shed, and from Leeds to Carlisle and back 
Driver W. North and Fireman H. George took over. The 
dynamometer car was included in the train, which, as on 
the previous tests, was made up of nine bogie vehicles, 
weighing 302 tons tare, and 305 tons with staff and 
stores. 

There are few portions of this route over which high 
speeds are practicable, owing to curvature and the fre- 
quency of service slacks, and this difficulty is strikingly 
apparent on the diagram in the folding inset, which 
shows the gradients and the speed of the test train through- 
out, and is reproduced by the courtesy of Mr. W. A. 
Stanier, Chief Mechanical Engineer of the L.M.S.R. The 
most noteworthy features of the work of the locomotive 
were, therefore, the times and speeds recorded with this 
load up rising gradients, certain of which were altogether 
exceptional. From Bristol to Gloucester the best ordinary 
schedule of 43 min. for the 36-9 miles was cut for test 
purposes to 39 min.; the actual time was 37 min. 59 sec., 
and included a minimum of 25 m.p.h. up the 1 in 69 to 
Fishponds, and an average of 77-9 m.p.h. over the 22:8 
miles from Yate to Naas Crossing. The 6:5 miles from 
Gloucester to Cheltenham, entirely adverse, occupied 
9 min. 15 sec. (schedule 10 min.), and included the 
attainment of 61 m.p.h. up an inclination of 1 in 304. 
From Cheltenham an exceptionally rapid exit was made, 
72 m.p.h. being attained in 4 miles from the start, the 
13:2 miles from Cheltenham to passing Defford taking only 
12 min, 18 sec., and Bromsgrove, 31:1 miles, being reached 
in 27 min. 24 sec. start-to-stop; the test booking was 
29 min., and the best ordinary schedule is 31 min. For 
254 miles from Cleeve to Stoke Works junction speed 
averaged 76:0 m.p.h., and a maximum of 80} m.p.h. was 
twice reached. The assistance of two 0-6-0 tank loco- 
motives was taken up the Lickey incline, and with un- 
usually slow running from King’s Norton, Birmingham, 
45:5 miles from Cheltenham, was reached in 49 min. 
39 sec. (booked 51 min. and quickest existing time 54 
min.) inclusive of 35 sec. standing at Bromsgrove. 

Rapid accelerations from service slacks were made on 
the next section, to Derby; they included a rise from 
43 m.p.h. at Saltley in 3} miles to 71 at Castle Bromwich, 
rom 38 at Water Orton in 4} miles to 70 at Kingsbury, 
ind from 38 through Burton to 74 by Repton, 43 
miles further on, and all on practically level track: 
similarly the 85 m.p.h. attained at Branston was on level 


track. Over the 16-9 miles from Kingsbury to Branston 
the average speed was 77:3 m.p.h., and including the 
severe service slacks at Saltley, Water, Orton, and Burton, 
the 41-2 miles from Birmingham to Derby were completed 
in 39 min. 29 sec. Schedule was 41 min., and no exist- 
ing train is allowed less than 44 min. From Derby start 
an acceleration up continuously rising grades—and finally 
up 1 in 385-435—to 73 m.p.h. at Belper was notable, 
and produced the highest calculated i.h.p. figure (1,880) 
for the entire test; maximum drawbar h.p. was 1,170. 
After the slowing to 38 m.p.h. through Ambergate, 71 
m.p.h. was attained at Stretton up a further continuous 
ascent of 1 in 330. On the ascent to Bradway tunnel, 
which for 4} miles is at 1 in 100, an average of 52°5 m.p.h. 
was maintained from Sheepbridge, at the foot of the climb, 
to Dore and Totley. Including severe service slacks at 
Ambergate, Clay Cross, Dore, and Heeley, and a per- 
manent way slowing to 25 m.p.h. near Chesterfield, the 
36-3 miles from Derby to Sheffield took 41 min. 27 sec.; 
42 min. were allowed and 46 min. is the best ordinary 
schedule. Service slacks make the next section, from 
Sheffield to Leeds, difficult; the best speed attained was 
803 m.p.h. at Oakenshaw, after a maintained 63-66 m.p.h. 
up the 1 in 300 to Royston junction. With severe slacks 
at Rotherham (Masborough) and Normanton, and a per- 
manent way slowing to 18 m.p.h. near Methley the 39-5 
miles from Sheffield to Leeds, allowed 46 min. (fastest 
ordinary schedule 48 min.), took 45 min. 35 sec. 

From Leeds to Carlisle, 1130 miles, including the 
negotiation of Ais Gill summit, 1,167 ft. above sea level, 
the test schedule allowed only 117 min. non-stop; the 
fastest ordinary booking is 128 min., but although the 
latter includes a brief stop at Skipton, the load is normally 
only five or six vehicles, as compared with the nine hauled 
on this run. Before Hellifield the best running was up the 
4} miles at 1 in 130-162 past Gargrave and Bell Busk, 
where 58-54 m.p.h. was the ruling speed; including severe 
slacks at Shipley and Skipton, the 36-2 miles from Leeds 
to passing Hellifield, with a generally and in parts sharply 
adverse tendency, took 41 min. 49 sec. The principal 
climb is, however, concentrated in the 15 miles from Settle 
junction to Blea Moor tunnel, almost entirely at 1 in 100. 
The first 8 miles of this grade, begun at 63 m.p.h., had 
been covered before speed fell below 50 m.p.h., and the 
minimum speed, on entering the tunnel, was 46 m.p.h.; 
the 13-9 miles from Settle junction to Blea Moor box, 
allowed 18 min., were completed in 16 min. 20 sec., at an 
average speed of 51-1 m.p.h. Horse-power figures on 
this bank were high; the maximum drawbar h.p. was 
1,240, and the maximum i.h.p. (calculated) was ‘1,844. 
Thus the 28-4 miles from Hellifield to Ais Gill, where the 
train had 2} min. in hand, were run in 30 min. 45 sec., 
but speed was so severely restrained on the long ensuing 
descent to Carlisle, especially in passing round the final 
curves into Citadel station, that the time taken from Leeds 
to Carlisle was exactly 117 min. as booked. 

In Scotland some sharp tasks had been set the loco- 
motive, especially in the allowances of 19 min. for the 
17-6 miles from Carlisle to Annan, and 15} min. for the 
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L.M.S.R. Test Runs, Bristot—LEEDS—-GLASGOW AND BACK 

“S5XP” 4-6-0 No. 5660, Rooke. Weight of engine and tender (with coal and 
averaged at 2/3 tender capacity)—121 -6 tons. 

rare weight of train (including dynamometer car), 302 tons. 


15-5 miles from there to Dumfries, in 
both cases start-to-stop; the former took 
19 min. 32 sec., and the latter 16 min. 


Engine, 


45 sec., or but little less than the best = : 


present schedules of 20 min. and —_— October 15 


October 12 | October 13 


October 14 


18 min. respectively. After Dumfries 
the 13-mile grade from Holywood to 
Drumlanrig tunnel was climbed well, 
with a drop only from 63 to 61 m.p.h. 
up 43 miles at 1 in 200 past Auldgirth, 
and from 65 to 51 up 6 miles at 1 in 
150 from Closeburn to the tunnel. The 
entire ascent of 369 miles from 
Dumfries to New Cumnock was com- 
pleted in 39 min. 31 sec. (1$ min. 
inside schedule), but on the descent to 


Journey 


Distance covered (miles) ... 
Actual running times (min. 
Average spe¢ d (m.p.h.) 
Schedule times (min.) : 
Fastest present times (min.) ae 
Coal consumption (excluding 
duties) : 
lb. per mile... 
lb. per d.b.h.p. hr. ... vam 
lb. per sq. ft. of grate per hour 
Water consumption (excluding 


shed 


shed 


Bristol to 
ods 


Lee 


Leeds to 
Glasgow 


205 -¢ 
223 - 
55- 
229- 
245- 


53- 
4- 
96° 


Glasgow to 
Leeds 


Leeds 
Brist« 


Hurlford the gain was lost, and 
Kilmarnock, 58-0 miles, was reached 
in 61 min. 54 sec., practically on time, 
and in only 2 min. less than the 
quickest existing schedule. The - 
steepest inclinations between Carlisle and Glasgow are 
found in the start from Kilmarnock; on the 13 miles at 
1 in 87 past Kilmaurs speed fell from 48 to 45 m.p.h., 
and on the 1} miles at 1 in 75 past Stewarton from 51 to 
434 m.p.h.; the summit, at milepost 17, 6-7 miles from 
Kilmarnock, was cleared in 9 min. 58 sec., and Glasgow 
(St. Enoch), 24-4 miles, was reached in 28 min. 27 sec., 
as compared with the test schedule of 29 min., and a fastest 
ordinary booking of 32 min. 

On the return journeys, the feats of the locomotive were 
even more remarkable, especially in the ascents from Kil- 
marnock to Polquhap summit, and from Carlisle to Ais Gill 
summit. Before the former, the train had mounted 
Neilston bank at an average speed of 46-0 m.p.h. for the 
5-0 miles from Nitshill to Shilford, with a fall to 334 m.p.h. 
on the final 3} miles at 1 in 67-70. Shilford (10} mile- 
post), 10-9 miles, was passed in 15 min. 21 sec., and Kil- 
marnock, 24:4 miles, reached in 29 min. 47 sec. instead 
of the 31 min. allowed, despite a slight signal check out- 
side the station. On the ascent from Hurlford to Polquhap 
the ability to climb a lengthy 1 in 100 inclination at a 
sustained speed of over 45 m.p.h., with this 305-ton train, 
was again demonstrated, and the average speed over the 
whole 16-9-mile ascent to Polquhap was 57:8 m.p.h.— 
a remarkable figure, as less than 4 miles out of this total 
is level or slightly in favour of the engine, the remainder 
being steeply adverse. New Cumnock, 21-1 miles from 
Kilmarnock, was passed in 22 min. 58 sec. from the start, 
43 min. less than schedule, but with leisurely running 
down to Dumfries, with many slacks for curves and a per- 
manent way slowing, the time from Kilmarnock to 
Dumnfries—60 min. 11 sec. for the 58-0 miles—was only 
1? min. less than schedule, though well under the quickest 


duties) : 
gal. per mile ... 
lb. per d.b.h.p.hr. 
Evaporation : 


L.M.S.R. Test Runs: Bristo1 
| } 


Bristol to Leeds 


| 
Settle 
Blea 
Moor 


Derby 
Ambergate 


| Gloucester 


Section of route 
Cheltenham 


Length of ascent 5-7 miles 9-9 miles 


974 
1,170 


1,129 
1,240 


Average drawbar horse-power 
Maximum drawbar horse-power 
Maximum indicated horse-power 
(calculated) ... a ve 
Average speed of ascent: m.p.h. 
Cut off range, per cent. of stroke 
Boiler pressure, lb. per sq. in. 


1,844 
53-6 
35 

225 


1,880 
59-5 
40-35 


995 


lb. water per Ib. coal 


LEEDS-GLASGOW 


Leeds to Glasgow 


14-0 miles 


33- 
26: 
3-94 6-58 


6-26 
present timetable booking, which 66 min. Then 
followed a very smart run over the 15-5 miles from 
Dumfries to Annan in 15 min. 52 sec., start-to-stop (booked 
16 min.), with no greater fall in speed up 2 miles at 1 
in 150 beyond Racks than from 68 to 62 m.p.h., and a 
maximum of 76} m.p.h. at Cummertrees; but a signal 
check outside Carlisle caused the 17-6 miles from Annan to 
take 19 min. 49 sec., instead of the 19 min. allowed. The 
best ordinary timings are 18 min. Dumfries to Annan, and 
21 min. Annan to Carlisle. 

From Carlisle the unprecedented performance of the 
engine up to Ais Gill summit is shown by the fact that 
the schedule of 59 min. was improved by 103 min.; the 
ascent of 48-4 miles from Carlisle (but little above sea level) 
to an altitude of 1,167 ft. at Ais Gill was completed in 
48 min. 36 sec., that is to say, at an average of practically 
60 m.p.h. throughout, and this, furthermore, included a 
severe slowing over Petteril Bridge junction, immediately 
after starting. Over the 45-7 miles from Scotby to Ais 
Gill the average was 63-1 m.p.h.; from Armathwaite to 
Ormside, 23-3 miles of gradients mainly adverse, the average 
was 73-5 m.p.h., and up the steepest part of the climb, for 
15-1 miles from Ormside up to Ais Gill, chiefly at 1 in 
100, an average of 55-8 m.p.h. was maintained. Appleby, 
30°8 miles from Carlisle, was passed in 30 min. 20 sec., 
and Hellifield, 76-8 miles, in 74 min. 8 sec. (schedule 
85 min., and best existing booking 95 min., with .an 
Appleby stop); and inclusive of three permanent way checks 
and other severe service slacks, Leeds, 113-0 miles, was 
reached in 115 min. 38 sec. (booked 125 min. and best 
existing non-stop schedule 134 min.). 

The last day’s test began with a run over the 39-5 miles 
from Leeds to Sheffield in 47 min. 50 sec., the excess over 


is 


snp Back: DetatILts oF UPHILL PERFORMANCES 


Glasgow to Leeds Leeds to Bristol 


Burton- 
on-Trent 
Tamworth 


| | 
Kilmarnock Ormside Heeley- | 
New Ais Dore and 
Cumnock Gill Totley 


Dumfries 
Carron- 
bridge 


17-6 miles 18-9 miles 14-9 miles 3-0 miles | 11-0 miles 


1,185 
1,250 


1,100 
1,208 
1,802 1,863 
68-75 
36-30 

225 
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Vovember 12, 


The L.M.S.R. test train near Ribblehead. 


the 463 min. schedule being accounted for by a bad per- 
manent way slowing at Methley; then the run ef 36:3 miles 
trom Sheffield to Derby was made in 40 min. 27 sec. 
(booked 413 min.), its best feature being the 46} m.p.h. 
ittained up the 1 in 100 out of Sheffield. The drawbar 
horsepower developed on this climb was the highest of the 
entire test (1,250); the maximum i.h.p. (calculated) was 
1,802. The fastest existing times are 49 min. from Leeds 
to Sheffield, and 44 min. thence to Derby. After leaving 
Derby, a speed of 803 m.p.h. was attained on the level 
within 10 miles of starting, and 763-78 m.p.h. was main- 
tained up a gradient of 1 in 408-484 between Elford and 
here the maximum drawbar h.p. was 1,208, 
(calculated) was 1,863. The 


Tamworth; 
nd the maximum i.h.p. 


225 LB. PER SQ. IN. 
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5660 ** Rooke” 5XP type 


Locomotive No. 


start-to-stop time over the 41-2 miles from Derby to Bir 
mingham, including several slacks, was 40 min. 11 
the best time now scheduled is 47 min. From Birmingham 
to Cheltenham, 45-5 miles, the time taken was 47 min. 
33 sec., but this included the brake test stop (22 sec.) at 
Blackwell, before descending the Lickey incline, and a dead 
slowing through Bromsgrove, at the foot, after which an 
average of 78°8 m.p.h. was kept up over the 20-8 miles 
from Dunhampstead to Cleve. At present there is no faster 
timing than 53 min. from Birmingham to Cheltenham. 
From Cheltenham to Gloucester 2 min. were lost by a signal 
check. Between Gloucester and Bristol, after 80} m.p.h. 
had been reached at Frocester, the ascent of the 73 miles 
from Berkeley Road South junction to Yate was accom- 
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Diagram of locomotive Vo. 5660. 


of the 5X P, or * 


engine differs from that shown on page 26 of * British Locomotive Types” 


TOTAL = 129T. 3c. 497. I2¢. 


which hauled the L.M.S.R. test trains. This 


” in having a 3,500-gal, tender 


class, 


Jubilee” 
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plished with a minimum speed of 72 m.p.h. Over the 22:2 
miles from Standish junction to Westerleigh North junction, 
an average of 76-5 m.p.h. was maintained. Mangotsfield, 
31-9 miles, was thus passed in 29 min. 7 sec., and with 
severe slacks here and at Fishponds, Temple Meads, 
bristol, 36:9 miles, was reached in 37 min. 51 sec., just 
over a minute early. The fastest present booking from 
Gloucester to Bristol is 42 min. 

In conclusion, a couple ot tables are reproduced, also by 
the courtesy of Mr. Stanier, giving details of the coal and 
water consumptions on the test journeys, and the horse- 
powers developed by the engine on certain sections. From 
the first table it will be seen that the general average 
speed throughout the tests, including all speed reductions, 
the attainment of speed from twelve starts in each direc- 
tion and slowing down to twelve stops, and difficult 
vradients over the major part of the route, ranged between 
55:4 and 568 m.p.h. Coal consumption per mile was 
heaviest between Bristol and Leeds, where the stops and 
speed restrictions were the more numerous; here the 
general average was 52:4 lb. per mile, or 93-8 lb. per 
sq. ft. of grate per hr., as compared with 43-1 lb. per 
mile and 79-0 Ib. per sq. ft. of grate per hr. on the Leeds- 
Glasgow section. Coal consumption per d.b.h.p. hr. was 
more even, however, averaging 4:00 lb. between Bristol 
and Leeds and 3-90 lb. between Leeds and Glasgow; 
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evaporation of water per Ib. of coal was also evenly main- 
tained, averaging 6.56 lb. between Bristol and Leeds and 
6-76 lb. between Leeds and Glasgow. 

For a locomotive having a weight of only 79} tons, 
some of the horsepower figures developed on the climbs 
were remarkable, and no difficulty was experienced by the 
tiremen in maintaining the full 225 lb. pressure even when 


continuous ascents at 1 in 100 were being negotiated with 
a trailing load of 305 tons at speeds of over 45 m.p.h. 
This work required cut-offs ranging mostly between 35 and 
40 per cent., with the regulator fully open, and resulted 
in the development, at several different points, of draw- 
bar-horsepowers upwards of 1,200, to a maximum of 
1,250, and of indicated horsepowers calculated at maxima 
ranging up to 1,880. To maintain average drawbar horse- 
powers in excess of 1,100 up lengthy climbs, as, for 
example, 1,129 up the 14 miles of 1 in 100 from Seitl 
to Blea Moor, was a notable tribute to the capacity of th 
engine. In general, therefore, it would appear from these 
tests that with the motive power now available in these 
‘“5XP ”’ 4-6-0 locomotives, there is scope for some curtail- 
ment of the quickest existing schedules between Bristol, 
Leeds, and Glasgow (which were cut on the round journey 
by a total of 88} min.), to bring them up to the standard 
recently established in the revised services over other main 
lines of the Midland Division. 
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COALING LOCOMOTIVES AT STRANRAER, L.M.S.R. 


Installation of a new type of coaling plant to meet special conditions 





HE first of a new type of mechanical coaling plant for 
locomotives has just been installed by the L.M.S.R. 
at the Stranraer, Wigtownshire, locomotive depot. 

Although mechanical coaling plants have been or are 
being erected at nearly all L.M.S.R. motive power depots, 
that at Stranraer is novel, and has been specially designed 
to meet the requirements of depots where comparatively 
few engines have to be coaled, and where they arrive 
for this purpose in groups. At the depot referred to, it 
is necessary to provide a quick turn-round after the arrival 
of boat trains, and as many as six locomotives may often 
have to be coaled in a short space of time. 

The pliant, which is of all-steel construction, has been 
built by Mavor & Coulson Limited, Glasgow; it consists 
of a $U-ton overhead bunker filled from railway wagons 
by means of an elevator. The actual delivery of coal from 
the bunker into the tender of the locomotive standing 
below it, is controlled by the driver or fireman of the 
engine. 

the bunker is riveted and supported on rolled steel joist 
columns. The outlet from it is controlled by the maker’s 
F.P. type door, with a maximum opening of 36 in. square. 
This type of door is easy to regulate, as there is no sliding 
friction between the material stationary in the hopper and 
the door itself. A large opening can be provided, and the 
coor opened and quickly closed by one man. 

The elevator, driven from gear at the head, is totally 
enclosed, and is of the chain and bucket type; chain guards 
are provided on both strands. It runs at 65 ft. a minute, 
and can elevate 60 tons an hour. The buckets are 24 in. 
long, and project 133 in. Totally enclosed worm reduction 
gearing reduces the speed of the motor from 715 to 48 
r.p.m., and a further reduction is obtained by duplex 
chain drive to the head shaft. The feed hopper is 
arranged so that the side door of the railway wagon being 
unloaded rests on the lip of the hopper, and the coal 
is shovelled by hand from the wagon into the hopper. 





End view of plant showing coal elevator on right. 
The top picture gives a general view of the 


plant 
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NEW 2-8-4 TYPE EXPRESS LOCOMOTIVES FOR THE 
AUSTRIAN FEDERAL RAILWAYS 


A new series of the successful 2-8-4 heavy express engines incorporates certain refinements 


— es: 


oon 


PAWN , 


A ~-~ 


_ eight 2-8-4 express engines of the Austrian Federal 
Railways, of which the first appeared in 1929, have 
given such consistently good service that a further 
six have recently been built. The engines have cylinders 
25-6 in. dia. by 28-4 in. stroke, fitted with poppet valves 
worked by Walschaert gearing. The coupled wheels are 
6 ft. 4§ in. in diameter, and boiler pressure is 213 |b. 
per sq. in. A tractive effort of 44,100 Ib. is developed 
at 85 per cent. boiler pressure. The new engines, con- 
structed by the Wiener Lokomotivfabrik A.-G., and num- 
bered 214.08 to 214.13, are identical with their predecessors 
as far as the principal dimensions and general design are 
concerned, but various fittings have been slightly modi- 
fied or replaced by different ones, the casing of the sand- 
box and dome are, as 
the photograph _ repro- 
duced shows, extended 
for the whole length of 
the boiler, a new 
arrangement of smoke 


Sunbeam turbo generator, and Gestra blow-off valves re- 
place similar valves of Friedmann type. The blower is 
connected with a steam feed pipe so that lighting 
up can be accelerated by using steam from another 
engine. 

Of special interest is the retention of the Heinl patent 
feed water heater, which although comparatively new to 
the engineering world, is proving very successful, and is 
popular with the railway personnel owing to its simple 
operation. The original engines had the S 15-type pump 
and no warm water accumulator, but the new engines 
are fitted with the latest equipment having the V 15-type 
pump and a warm water accumulator incorporated in the 
tender. This storage of economically preheated water in 











deflector plates is fitted, 
and, as a result, the 
neral appearance is 
considerably altered. 
Friedmann  axleboxes 
with automatic — lubri- 
have been fitted 





cators 


























to the coupled axles and 
leading and trailing 
bogie axles, in place of 
mechanical — lubricators. 2. Exhaust Steam Pipe. 
The tender axleboxes 3. Clack Box. 
are located outside the 4, 
frames and also have 5. Oil Separator. 
this type of lubrication. 6. 
A Superior soot blower 7. Vent Pipe. 

8. Overflow Pipe. 
9. Suction Pipe. 


Delivery Pipe. 


is provided for cleaning 
the flue and fire tubes, 
though no such pro 11, Pressure Gauge Pipe. 
Vision Was made on 12. Steam Pipe to Pump. 
the first engines: the 13. 
lighting power is ob- 14. 
tained from a _ Heinl 15. 
turbo-generator type 

L 500, instead of a 


Water from Safety Valve. 


Air Escape Pipe. 
Pressure Gauge. 
Stop Valve. 


Pipe from Engine Steam Pipe. 


Low Pressure Preheater. 


Diagram showing arrangement 


24 25 26 27 28 


. Accumulator Vent Pipe. 
. Warm Water Accumulator. 
. Exhaust Steam Pipe Drain. 
19, Oil Drain from large Separator. 
. Feed Pipe to Low Pressure Preheater. 
21. Feed Water Heater Pump. 
22. Leak Water Pipe. 
23. Drain from Oil Separator on Pump. 
24. Three-way Cock. 
25. Lifting Cone. 
. Feed Pipe to Lifting Cone. 
27. Steam Pipe to Lifting Cone. 
28. Shut-off Cock from Tender. 
29. Overflow Pipe Extension. 
30. Overflow Shut-off Cock. 


of Heinl feed water heater 
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\1rm-water accumulator is a special feature of the Heinl heat in the first stage escape from the low pressure pre- 


a. 


d water heating system. 


heater through a vent pipe, with the result that a feed 


1at a supply of water heated by the exhaust steam water exceptionally free from corrosive and scale-form- 
of the locomotive can be accumulated, is due to the fact ing impurities is fed to the boiler. 


the exhaust steam of the feed 
imp in a high pressure preheater 
orporated in the pump. _ This 
ables a larger quantity of water 
to be heated in the first stage than 
pump requires, and the excess 
preheated water is returned to 


t warm water accumulator 
through an overflow pipe, and the 
overflow pipe extension. The 


iter supply to the low pressure 
preheater is taken from this warm 
iter accumulator so that warm 
water is always supplied once an 
accumulation has been built up. 

[wo-stage preheating has a num- 
ber of advantages both from a 
practical and economic point of 
view. The fact that the first stage 
is open to the atmosphere means 
that the back pressure of the loco- 
motive is not affected, and results 
in a free running engine; it also 
ensures that high feed water tem- 
peratures are obtained without 


at 


impairing the efficiency of the locomotive. 


the Heinl system works on the two-stage principle, The monthly mileage of the new engines reaches the 
the feed water is first heated at atmospheric pressure excellent figure of 7,920 miles; they work, for example, 
low pressure preheater by the exhaust steam of the express trains weighing 600 tons or more between Vienna 
motive, and is afterwards heated at a higher pressure and Salzburg, a distance of 195 miles, in 4 hr. 20 min., 





No. 214.03, one of the earlier 2-8-4 express locomotives, and a 4-6-4 tank 
engine, at Linz, Austrian Federal Railways 


In addition to with three intermediate stops amounting in all to 13 min. 


this, the steam used to work the pump is condensed in the over a line having long gradients of 1 in 200 to 1 in 100. 
second stage so that the pump works practically without The engines were tested at speeds up to 96 m.p.h., 
thermal loss. Impurities are precipitated in both stages, and proved to be very steady when working at this 
and excess steam and gases freed from the water by the _ high speed. 
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Photo Retired Railway Officers’ Society luncheon at the Charing Cross Hotel, London, on November 9 (see page 833) soem 
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RAILWAY 


PERSONAL 


L.M.S.R. APPOINTMENTS 
The following appointments have 
been approved by the directors :— 
Mr. E. H. d’E. Darby, Assistant 
Engineer (Permanent Way), St. Pan- 
cI to be Assistant Engineer. 
ir. J. Briggs, Senior Assistant 


(Permanent Way), St. Pancras,* to be 
\ssistant Engineer (Permanent 
Way). 
Mr. J. W. Melville, Assistant, 
St Pancras, to be Senior 
\ssistant (Permanent Way). 


Vr. E. S. Cox, Development 
Assistant, C.M.E. Department, 
Derby, to be Personal & 
Technical Assistant, C.M.E. 
Department, Euston. 

Mr. D. W. Sanford, Chief 
Loco. Draughtsman, C.M.E. 


Department, Derby, to be 
Development Assistant, C.M.E. 


Department, Derby. 

Mr. A. E. Owen, Assistant 
Chief Loco. Draughtsman, 
C.M.E. Department, Derby, to 


be Chief Loco. Draughtsman, 
C.M.E. Department, Derby. 
Mr. G. C. Harvey, Chief 


Transit & Station Working 
Clerk, D.G.M.O., Wolverhamp- 
ton, to be Goods Agent, 
Walsall. 

Mr. G. Anderton, Goods 
Agent, Chorley, to be Goods 
Agent, Nelson. 

Mr. W. T. Nash, Goods 
Agent, Tipton, to be Goods 


Agent, Oldbury. 

Mr. A. Sirman, Goods 
Agent, Netherton, to be Goods 
Agent, Tipton. 

Mr. A. T. Frost, Goods Agent, 
Wednesbury, to be Goods Agent, 
Chester. 


Mr. P. G. Price, Clerk, Chief 
Commercial Manager’s Office, 
Euston, to be Goods Agent, 
Wednesbury. 

Mr. S. Simecock, Assistant 


Yardmaster, Crewe, to be Assistant Dis- 
trict Contreller, Crewe. 
Mr. A. Leadbeater, 
Masboro’, to be 
Controller, 
Mr. R. 


spector, 


Controller, 
Assistant District 
Masboro’. 

Hutchison, Running In- 
Operating Manager’s Office, 
Glasgow, to be Assistant District 
Loco. Superintendent, Polmadie. 

Mr. F. Burton, Chief Inspector, 
Signal & Telegraph Department, 
Stoke-on-Trent, to be Divisional 
Assistant (Telegraphs), Signal & 
Telegraph Department, Crewe. 

Mr J. Whitton, Permanent Way In- 
spector, Shipley, to be Chief Per- 
manent Way Inspector, Liverpool. 

Mr. G. H. Flint, Permanent Way 
Inspector, Derby, to be Chief Per- 
manent Way Inspector, Barrow. 
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Mr. George Morton, who, as recorded 
in our issue of October 29, has been 
appointed Chief Accountant, L.M.S.R., 
as from November 1, was educated at 
the Lower School of John Lyon, Har- 
row, and entered the service of the 
former London & North Western Rail- 
way, in the Audit Department, in Feb- 
ruary, 1901. In 1921 he became Chief 





Ellictt 


Mr. George Morton 


Appointed Chief Accountant, London 
Midland & Scottish Railway 


Clerk of that department, and upon 
amalgamation in 1923 he was the Senior 
Divisional Audit Accountant of the 
newly-formed London Midland & Scot- 
tish Railway. On the merger of the 
Accountant’s and Audit Departments 
of the L.M.S.R. in 1925, Mr. Morton 
was appointed Audit Assistant to the 
Chief Accountant, and on January 1, 
1930, he was made Assistant Chief 
Accountant, from which position he is 
now promoted. Mr. Morton acted for 
several years as an investigator of rail- 
way companies’ compensation claims 
against the Government in respect of 
the wartime control of the railways, 
and he has taken part in Clearing 
House conferences over a long period, 
being at present Chairman of the Rail- 
way Statistics Committee. He pos- 
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sesses a wide knowledge of the pooling 
arrangements between the companies, 
and has been closely concerned in the 
setting up of the financial structure con- 
nected with the London Passenger Pool- 
ing Scheme and other similar arrange- 
ments. Mr. Morton has also been re- 
sponsible for several re-organisation 
schemes within the L.M.S.R. Account- 
ant’s Department, the largest of 
which was the merging of the 
various English divisional audit 
offices of the company in 1926. 
He has visited America to 
study railway accounting 
methods in that country, and, 
on the other hand, has been 
the means of displaying British 
railway accounting practices to 
representatives of other 
countries. Mr. Morton is 
Chairman of the Staff Dining 
Club at Euston, and has been 





closely associated with staff 
activities on the social side 
throughout his career. 

PRESENTATION TO Mr. E. D. 


GRASETT 
Members of the personal 
staff of the Divisional Superin- 
tendent of Operation, Derby, 
L.M.S.R., took the opportunity 
of showing their appreciation 
and regard for their late chief, 


Mr. E. D. Grasett, by pre- 
senting him with a Crown 


Derby china coffee service on 
Friday, October 29. The 
function, which took the form 
of a smoking concert, was held 
at the Railway Institute, 
Derby, and was attended by 
about 150 members of the staff. 
Many warm tributes were paid 
to Mr. Grasett’s sterling quali- 
ties by Mr. J. W. Watkins, 
the Assistant Divisional Super- 
intendent of Operation, and by 
representatives of all the 
departments concerned ; after 
which Mr. H. Rudgard, Mr. Grasett’s 


successor, made _ the presentation, 
wishing Mr. and Mrs. Grasett many 


years of good health and happiness in 
their well-earned retirement. 


Mr. H. C. Johnson, Superintendent’ s 
Oifice (Eastern Section), Liverpool 
Street, L.N.E.R., has been appointed 
Assistant District Superintendent, 
Cambridge, in succession to Mr. A. H. 
Wright, who will retire from the ser- 
vice at the end of the year. 

It is with regret that we record the 
death on October 30, at the age of 
75, of Mr. Arthur Joseph West, a 
pioneer of railways and general develop- 
ment in British North Borneo. As 
General Manager and Chief Engineer of 
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the British North Borneo State 
Railways, Mr. West was respon- 
sible for construction of the 
system. The building of the 
main line through Penotal gorge 
was regarded as one of the out 
standing feats of railway engi- 
neering at that time. 


Major Ormond Steven, M.C., 
M.I.Mech.E., Chief of Opera 
tion, B.A., Great Southern and 
B.A. Western Railways, re 
turned to Buenos Aires on Octe 
ber 19, after a tour in Europ 
and the U.S.A., for the purpose 
of studying railway methods. 


Senor Ricardo José Gutierrez 
has been appointed Chairman of 
the Argentine Naticnal Trans 
port Co-ordination Board, sub 
ject to confirmation by the 


senate 


Mr Christopher Horsley 
Whitelegge, as recorded in our 
August 6, has been 
appointed Assista1 t Sclicitor and 
Parliamentary Agent to the 
Great Western Railway Com- 
pany as from September 6. Mr. 
Whitelegge, who is a_ great 
nephew of I. K. Brunel, was 
educated at Charterhouse and 
on the Continent, and = after 
some legal experience in the 
City of London, joined G.W.R. 
service in July, 1913. He is 


issue of 


an LL.B. of London University 
first class honours, and obtained second 
class honours in the Law Scciety’s ex 
During the war 
g France 
June, 1915, to February, 1918, mainly 
He rejoined 
“1919, 


aminations. 
Whitelegge served in 


with the 18th Division. 
the G.W.R. Sclicitor’s Office ir 


Mr. T. F. Day, M.B.E. 


ls Manager. Sheffield, L.N 


District Good 
1929.37 


1 


| 
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Mr. C. H. Whitelegge 


\ppointed Assistant Solicitor and Parliamentary 


Agent, Great Western Railway 


was appointed Parliamentary and 
General Assistant in 1931, and Parlia- 
mentary Agent in 1935. 

Mr. T. F. Day, M.B.E., retired 
from the position of District Goods 
Manager, Sheffield, Lm... of 
November 4. His railway career has 
extended over 50 years, for it was at 
the age of 15 that, in 1887, he joined 
the Great Northern Railway as a 
supernumerary clerk; two years later 
he went to Biggleswade station in 
3edfordshire as a probationary clerk. 


Shortly afterwards he was _ trans- 
ferrcd to King’s Cross, where he 
passed through various’ sections of 


railway work. Later, as an outside 
representative, Mr. Day was attached 
to headquarters, dealing with fruit 
and fish traffic. In 1904 he was 
appeinted District Agent with head- 
quarters at Lowestoft, covering the 
northern portion of the Eastern 

uitics for general traffic, but special- 
ising in securing and forwarding the 


large seasonal herring catches. As 
livestock representative, he returned 
to London in 1910 and __ visited 


numerous markets, fairs, sales and 
agricultural shows, in the interests of 
both Passenger Depart- 
ments. It was for his services dur 
ing the war that Mr. Day was awarded 
the M.B.E. From August 4, 1917, 
util September, 1920, he was loaned 


Goods and 


November 12. | 


to the Board of Trad 
Controller's Department 
was appointed Division 
Officer to carry out the 
hold Fuel and Lighting 
for Nottinghamshire, Der! 
and Lincolnshire His 
quarters were at Notti 
but he was later transfer 
London where he took « 
of the Metropolitan area 
same service. On returni 
the G.N.R. in 1920, he w 
pointed Chief Outdoor | 
sentative, his duties incl 
the supervision of out 
agencies and provincial « 
When the Great Northern 
way was amalgamated w 
L.N.E.R., Mr. Day w 
pointed Chief Outside | 
sentative for the Southern 
a position he held until | 
ary 1, 1929, when he wa 
pointed District Goods 
ger, Sheffield. During his 
years in Sheffield, Mr. Day 
made many friends, whos 


his railway colleagues, go 
him in his retirement. He 
member of the Rotary Clul 
Sheffield Luncheon Club, 


Shefiield, Rotherham, Ch 
field and Barnsley. He is 


a Freemason of the Uni 


Lodge in Lowestoft, he 
Provincial Grand 


wishes, together with those 


the Chamber of Commerc: 
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Honours 


From The London Gazelte of 


November 9: Territorial Army, 
neer and Railway Staffs Corps: 
Sir Ralph L. Wedgwood, Bac. 
C.M.G., to command the unit ( 
ber 30). 


Engi 
Col. 

C3... 

Octo 


We regret to record the death in 


Brazil, on October 28, of Mr. Charles 


The late Mr. C. W. 


Bayne 


General Manager, Leopoldina Railway, 
1926-36 











mM 
Dé 


3 


Pel 








YILIM 


Vovember 12, 1937 


Walter Bayne, C.B.E., who, on re 
tiring from the position of General 
Manager of the Leopoldina Railway in 
August, 1936, brought to a conclusion 


an association with South American 
railways extending over 47 years. It 
Ww in 1889 that Mr. Bayne joined 


the Buenos Ayres Great Southern 
Railway, and, after undergoing a 
course of training, was appointed 
Rates & Fares Expert, a post which 
he held until June, 1902. He was 


then offered and accepted the position 
of Assistant to the General Manager of 
the Central Uruguay Railway of Mont 
Video, and was promoted to be 
Assistant General Manager in Novem 
ber, 1904, and General Manager in 
October, 1905. In January, 1926, Mr. 
Bayne resigned from the managership 
of the C.U.R., on being offered the 
corresponding position on the Leopold 
ina Railway, Brazil. This position he 
held from March, 1926, until his retire- 
ment owing to ill health in August, 
1936. 


We regret to record the death on 


November 9, following an operation, of 


Sir Samuel Instone, at the age of 59. 
Sir Samuel, a shipowner with colliery 
interests, was the founder of the Instone 
\ir Line, a constituent of Imperial 
\irways Limited, and was on the board 
f the latter company until the time 
of his death. 


We much regret to announce the death 
on Tuesday, November 9, at Bourne- 
mouth, of Mr. Thomas Powell, former 
Secretary and General Manager of the 
Pullman Car Co. Ltd. The funeral 
takes place today at the Crematorium, 
Southampton Cemetery, at 12 noon. 


P. Colwell, Chief Electrical 
Victorian Government Rail 
Ways, is visiting England to investigate 
the latest developments in electric rail 
way equipment. 


Mr. H. 


Engineer, 


Mr. Aian P. Good and Mr. W. M 
Ratcliffe have joined the board of 
Caprotti Valve Gear Limited. Mr. 
Good and Mr. Ratcliffe are respectively 
Chairman and Managing Director oj 
Heenan & Froude Limited. 

\ new company has recently been 
formed in Australia and will be known 

The Bearing Service Co. of 


\ustralia (Pty) Ltd., of 38, Went 
worth Avenue, Sydney The direc 
tors of the new company are: Messrs. 
EK. J. Hazell, A. S. Loosen, W. R. 
Dickenson, A. R. Booth, Major 


Cunningham, and Mr. R. R. Thomas. 
M E. <A. Hodgkinson has been 
appointed Manager. The company, 
which is the New South Wales dis 
tributor for British Timken Limited, 


manufacturer of tapered roller, ball, 
ind parallel roller bearings, Cheston 
Road, Aston, Birmingham 7, began 


operations on July 1 and will carry 
large stocks cf all types of Timken 


bearings. 
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Retired Railway Officers’ Society Luncheon 


Phere was again a record attendance 
at the winter luncheon of the Retired 
Railway Officers’ Society on Novem 
ber 9, held this year in new surround 
ings—at the Charing Cross Hotel, 
London. Members and guests present 
were as follow: 


Messrs. T. E. Argile, A. W. Arthurton, A. R 
Bell, W. A. Brown, A. H. Bull, F. S. Bridge, 
H. Bond, H. J. Burcham, J. F. Brook, J. F. 
Bradford, H. M. Brady, C. Bassage, A. H. Bird, 
H. Chinn, W. J. Clayton, G. J. Chesters, E. A 
Clear; Major A. Clear; Messrs. W. Crozier, 
S. B. Carter, A. L. Castleman, A. C. Cookson, 
E. C. Cookson ; Lieut.-Col. E. C. Cox; Messrs. 
H. R. Campfield, R. B. Campfield, A. E. Che 
tminant, T. Christopher, W. R. Charlton, G. Cole 
Deacon. 

Messrs. A. IF. Dymant, A. R. Dymant, 
H. W. C. Drury, I. W. Dingley, A. E. Dolden, 
\. S. Dolden, H. Davies, G. L. Darbyshire, 
J. M. Darville ; Major E, Newton Ford; Messrs. 
Ek. C. Fordham, H. Ferguson, . Glenister, 
E. A. Glayzer, C. A, Everard Green, H. J. Guest, 
G. A. Grimoldby, E. Godfrey, A. S. Hammet, 
G. Hughes, E. S. Hunt, W. E. Hart, H. J. 
Hoskins, E. B. Hassall, H. E. Horne, W. H. 
Hyde, Col. W. H. Hall. 

Messrs. W. H. Humphreys, R. J. M. Inglis, 
R. Janson, W. R. Jones, W. E. James, T. ; 
Jacobs, S. F. Johnson, J. A. Kay, J. M. Kirk 
wood, D. R. Lamb, W. E. Lazenby, F. W. 
Lampitt,;J. W. Lovejoy; SirlCharles L. Morgan ; 
Messrs. E. J. Missenden, W. A. Messer, J. 
McLaren, G. Morton, D. McCulloch ; Lieut.- Col. 
P. Michéd ; Dr. MacMahon; Messrs. A. S. Mills, 
J. R. Morris, E. W. Mauger, T. Martin, S. L. 
Murgatroyd. 

Messrs. R. H. Nicholls, 
Sir David J. Owen ; 
E. Prebble, E. E. Painter, F. 
C. Phizackerley, A. Puleston, W. H. J. 
\. S. Quartermaine, R. Rowbottom, J. Rough 
ton, J. Rose, H. E. Roberts, 1. W. Royle, L. 1 
Rowlandson, S. Roberts, F. Ruffell. 

Sir Josiah Stamp, G.C.B., G.B.E.; Messrs 
C. Sheath, C. J. Selway, W. A. Stanier, | 


Stringer, W. H. Shortt, J. Savers, F. A. Sargent, 
Procter Smith, 
Sutton, 


D. Spooner, G. Sutherland, J. 
J. B. Scattergood, F. Smith, J. F. 


W. J. Smith, I. H. Shipley, R. H. Todd, A 
latlow, W. E. ; 


Thornhill, H. Thompson, F. W 
ripton, F. W. Tyler, J. P. Thomas. 

Messrs. W. A. Thomas, W. T. Venton; Su 
Herbert A. Walker, Lieut.-Col. J. S. Wilson ; 
Messrs. W. Wood, A. Wood Hill, S. G. Wood, 
E. Wharton, D. Wharton, J]. H. Woodhead, 
H. C. Walton, A. Walker, H. Webster, A. 
Winter-Gray, G. J. 
N. G. Williams, W. Yates 


Lieut.-Col. Sir Charles L. Morgan, 
President of the society, after the loyal 
toast had been honoured, proposed 
‘“ The Guests.’’ The society was very 
thankful indeed for the number of 
suests who attended these gatherings. 
[They had too many _ distinguished 
guests for him to mention them all by 
name, but he would specially refer to 
the kindness of Sir Josiah Stamp in 
sparing time from his numerous en 
gagements to attend; and to the 
presence of Sir Herbert Walker. He 
had great pleasure in proposing the 
health of the guests, coupled with the 
name of Sir Josiah Stamp. 

Sir Josiah Stamp, replying to the 
toast, said that next time he came 
across a railway officer who spoke as 
though he was afraid of retirement, he 
would recommend him to become a 
guest at the society’s next luncheon. It 
was hard to tell who were the retired 
officers and who were the guests. Re 
tired officers had a way of taking on 


R. H. B. Nicholls ; 
Messrs. A. Oldham, J. Pike, 
Potter, C. Parker, 
Pyne, 


Walker, A. W. Willett, 


an ain of youth, while present workers 
were unduly jaded by their great 
efforts. It was good to mix with the 
veterans who had laid the great 
foundations upon which the railways 
now worked, and without which they 
would be very sorry to be. His friend, 
the President of the society, began his 
railway career ten years before he (Sir 
Josiah) was born. rhose at present 
concerned with railways hoped that the 
retired officers thought them worthy of 
their responsibilities, and that they 
knew they their best to 
adapt this great engine of social life to 
modern requirements. They believed 
they had shown the world that there 
was life in the old dog yet. 

Sir Herbert Walker proposed ** Sux 
cess to the Retired Railway Officers’ 
Society.’’ The present members of 
the society were the men who bore the 
brunt of the years during and after the 
war, and the tribulations of amalgama- 
tion; it was due to their extraordinarily 
work that the success of the 
present railways was so complete. He 
was now thoroughly enjoying his re- 
tirement, and was certain he was going 
to have a good time for the rest of his 
life. 

Sir David Jf. 
toast, , 


were doing 


good 


Owen seconded the 
saying he had always had a 
great admiration for railways. In his 
youth it was confined to engine 


drivers, but it had subsequently ex 
tended to less important individuals 
such as. civil engineers, goods 


managers, and even general managers. 
The railway world of this country 
possessed an enormous amount of 
talent. In his dealings with railway 
officials he was astonished by _ their 
brilliance, and even by their colossal 
audacity 

Mr. J. Pike replied to the toast, and 

sured the guests that the retired 
officers sympathised sincerely with the 
troubles of those still on the active list, 
and admired the way they had met 
their difficulties 

Mr. G. Cole Deacon proposed the 
health of the President, briefly cutlin 
ing his long and distinguished railway 
career. His election in 1923 as Presi 
dent of the Institution of © Civil 
Enginers was a great honour done him 
bv his fellow workers. Sir Charles had 
attended every meeting of the society 
in his twenty years of membership, 
and had whole-heartedly devoted hin: 
self to its interests. 

Mr. E. Wharton seconded, in the 
absence of Mr. J. H. Follows, and re 
marked that the President actually 
celebrated that day his majority as a 
member of the society. 

Lieut.-Col. Sir Charles L. Morgan 
replied, recalling that it was, in fact, 
in 1870 that he had begun his pro 
fessional pupil in West 
minster, and until his retirement had 
been actively engaged in railway con- 
struction and maintenance. 


carecr as a 
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The Signal Department: Its Relationship to the 
other Departments of a Railway 


Abstract of paper read to the Permanent Way Institution, 
on November 8, 1937, by Major R. F. Morkill, Assistant 
Signal Engineer, London Passenger Transport Board 


In earlier years, the officer responsible 
for the installation and maintenance of 
signalling required merely a good know- 
ledge of mechanics; any _ electrical 
apparatus used in train working was 
the responsibility of the telegraph 
engineer. In more recent years, how- 
ever, modern signalling methods have 
led to a change and both classes of 
work now come under a “ signal and 
telegraph engineer.’’ Mechanical appa 
ratus has given place largely to power 
and automatic equipment, and the 
signal engineer of to-day must have a 
knowledge of several branches of elec 
trical engineering, including telephony 
and radio work; of traffic operation ; 
and business administration. His prin- 
cipal function is to assist the operating 
department to run trains safely, expedi- 
tiously and economically, and for that 
purpose he may have to install track 
circuits, automatic signals and power 
points, quick telephone communication, 
new signal boxes, accommodation for 
maintenance work and staff, and con- 
nections to electric power supplies. 
Close co-operation with other depart 
ments is essential. 


Civil Engineering ; Track Work ; 
Rail Joints 

The civil engineer has to be consulted 
for details of track improvements and 
alterations, to which new signalling is 
to be applied, and for the design of 
signal boxes, equipment housings, and 
depot accommodation Among the 
most important details of any modern 
signal installation are the insulated 
rail, point rod, stretcher rod and tie 
plate joints, the supply installation and 
maintenance of which is not every- 
where the same person's responsibility. 
In Canada and the U.S.A. the per 
manent way staff takes’ responsibility 
for failures, but the signal engineer 
advises on the best equipment to use. 
On the British group railways the signal 
maintenance staff co-operates in instal- 
lation and renewal work, and respon 
sibility for failure varies, being some 
times taken by the permanent way, at 
others by the signal staff The latter 
applies to L.P.T.B. lines. There the 
insulated rail joint materials are sup 
plied by the signal engineer and installed 
jointly. 


Importance of Insulated Joints 

Any failure of one of these is almost 
certain to lead to a signal failure and 
hence traffic delay. Their maintenance 
costs large sums annually. The import- 
ance of the matter has led to tests being 
made by the L.M.S.R. and London 
Transport of joints containing four 
different kinds of insulating material, 
out of a very large number suggested, 
or tried to some extent; the board 


began its tests on the Widened Lines 
near King’s Cross on April 12, 1936, 
and they will continue until April, 
1938. Several designs of joint have 
been tried, or are in use elsewhere, 
such as the flange joint, so-called, and 
the laminated impregnated beechwood 
joint. Insulating materials now on trial 
fall generally into two classes, grey fibre 
and synthetic resin fabric, the dimen- 
sions of the parts used being to B.S. 
specification No. 456 of 1932; so far 
the latter class has given the _ best 
general results. Signal engineers have 
not been idle in searching for the best 
material, mechanical and electrical, but 
there is the important question of cost 
to be considered. There are probably 
about 102,500 insulated joints on the 
railways of this country, and it is not 
easy to estimate their capital cost or 
their annual cost of upkeep. Much 
depends on design, frequency and class 
of traffic and condition of the roadbed. 
The permanent way department can 
do much to preserve insulation by 
keeping sleepers packed and fishplates 
tight. Grey fibre answers well for rod 
and tieplate joints where trouble seldom 
occurs. 


Co-operation in Relaying Work 

The signal maintenance staff must 
attend when relaying is done, to dis- 
connect or reconnect point equipment, 
bond rails, supervise re-installation of 
insulated joints, etc., and early notice 
is necessary so that all may be duly 
advised and delay avoided. After track 
alterations are finished the signal staff 
has much to do before traffic can be 
resumed. \ stock of long sleepers 
should be kept for use with point 
mechanisms and train stops. Special 
attention should be given to. track 
drainage and ballast and to keeping 
fang bolt ends from reaching cinders or 
badly drained places, or failures will 
occur, Weedkiller must not be deposited 
in the 4-ft. way or rain will cause 
failures 


Electric Cables and Wiring 


There is no standard method of 
conveying electrical energy to signalling 
apparatus. Aerial lines on poles are 
used in some countries, with cables in 
the more densely populated districts, 
supported on messenger wires from 
poles, or on cable posts, or buried in 
the ground. Aerial lines are seen 
extensively in the U.S.A. and _ the 
Dominions ; the cable is multi-core and 
heavily armoured. Such connections 
do not interfere with the permanent 
way and cable is deep enough to be 
safe from tools. Some British railways 
used buried cable; others use cable 
posts, and these should be far enough 
from the track to avoid interference 


November 12, 1937 


with relaying operations, say, 10 at 
least, and kept clear of inflammable 
material, like old timbers, paper, anc «ry 


grass. Buried cables are used for 
crossing tracks, or are run in piping or 
concrete troughing, when permanent 
way men must take great care to avoid 


damaging them. 


Operating Department’s Require- 
ments 

It is usual for the operating super- 
intendent to have on his staff an officer 
with wide signalling experience to act 
as liaison with the signal department 
and secure the necessary co-operation 
between operating and engineering con- 
ditions; the chief operating officer 
makes the final decisions. To move the 
traffic safely, expeditiously and econo- 
mically the signal engineer has not only 
to put up fixed signals, but also supply 
block and token apparatus, automat 
train control, train stops or cab signals 
telegraphs, telephones, describers, plat- 
form indicators, clocks, &c.; but if 
A.T.C. is in use, cab indications ar 
usually dispensed with and train stops 
are not wanted, though cab signalling 
might be an adjunct to them. The 
highly technical nature of all thes: 
matters and the various facilities which 
are called for suffice to show h 
important co-operation is between t 
operating and signal engineering stati 


Electrical and Mechanical Engi- 
neer’s Department 

The electrical engineer furnishes tli 
power, when that can economically be 
done from the power houses and _ sub- 
stations, and the compressed air, if 
used for points, train stops, &c.; o1 
d.c. electric lines, a.c. of non-domesti: 
frequency will be needed for certain 
work, to render apparatus safe against 
stray current. At important powe1 
plants it is usual to have a standby, or 
emergency, power supply, automaticall\ 
cut in if the normal one fails. On th 
board’s tube and tunnel sections there 
is a tunnel telephone line system by 
which current can be at once cut off 
at the substations in emergencies. This, 
except the substation instruments, is 
maintained by the signal department 
The mechanical engineer plays an 
important part in the efficiency of 
modern signalling, as he is concerned 
with acceleration, maximum speed and 
brake power, and from him the signal 
engineer gets the information about 
them on which he arranges signal loca- 
tions and overlaps to give the greatest 
possible track capacity. The mechanical 
engineer is usually responsible for main 
tenance of A.T.C. engine equipment. 


Stores Department 


The stores superintendent is the 
channel through which the signal de- 
partment receives its materials, and 
constant stock is essential, to ensuré 
prompt delivery on request. Consum- 
able stores are usually delivered to 
depots monthly. It is generally neces- 
sary for the signal engineer to have 
sub-stores at convenient centres, unde! 
him or the stores department, and he 
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should 


have an inspector to examine 


materials before being taken into stock 
to ensure its meeting his specifications 
al requirements. There is also the 
accountant to be considered. He has 
a costing clerk who at times points to 
some over- or under-expenditure which 


must be explained to his satisfaction. 
\ccountancy is a necessary bane in an 
envineer’s life, but some signal engineers 
h their own accounts department, 
essential where an organisation covers a 
large area. In these various ways does 
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the signal department come in contact 
with the other departments of a railway, 
necessitating close and faithful co- 
operation to ensure the maximum 
efficiency from all. 

After the reading of the paper, at 
which the chair was taken by Mr. J. 
Peck, District Engineer, Carlow Street 
(London), L.M.S.R., the author showed 
a number of slides of rail joints, cable 


runs, signal boxes, linemen’s depots 
and dining rooms, tool rooms, and 
stores. There was an interesting dis- 
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cussion touching the construction of 
depots, responsibility for track circuit 
failures, the effects of welding and weed 
killing, position of cables and signal 
apparatus, clearance spaces, the relative 
merits of various insulated joints, cost 
of fittings, methods of installation, 
maintenance and other details, in which 
the following spoke: Messrs. J. H. 
Condy, H. Janes, K. Brinsmead, C. E. R. 
Sherrington, A. Jones, H. Chanter, 
F. R. Addis, H. Strutt, E. Davies, 
W. R. Kenion, and the chairman. 








Training London Bus Drivers 


Opening 


nce the early days of motorbus 
ration in London, the selection and 
training of drivers has been a matter to 
ch every attention has been paid by 
those responsible for the management 
( the undertakings. In 1914 the 
don General Omnibus Company 
established a Central Training School 
for training drivers, and this arrange- 
nt has continued up to the present, 
iithough the methods employed and the 
ts applied have been progressively 
veloped on more scientific lines. 
i1roughout the London area there have 
been many changes in road conditions 
recent years. The road _ surfaces 
ive been improved but, unfortunately, 
standardised ;_ traffic lights and 
pedestrian have been intro- 


CTOSSINYS 


iced ; and conditions generally have 
tered rhe London Passenger Trans- 


port Board therefore decided to lay out 


i training ground which would incor- 
rate features in keeping with con- 


tions which the driver would expe- 
rience on the London streets ; this has 
w been completed, and was formally 
opened on Monday last by Dr. Leslie 
Burgin, the Minister of Transport. 





of New Training Ground by the Minister of Transport 


A party of guests assembled at the 
Chiswick works at 11 a.m., and five 
minutes later the Minister arrived and 
was welcomed by Lord Ashfield, Chair- 
man of the board. Lord Ashfield briefly 
explained the need and purpose of the 
new training ground, and spoke of the 
skilful and courteous way in which the 
London bus drivers carried out their 
duties. ‘‘In a single year,’’ he said, 
‘roundly 211,000,000 miles are run by 
the board’s buses on the 1,269 miles of 
road over which the Central Bus Ser- 
vices operate, and approximately 12,500 
drivers. are employed in providing this 
service. Practically all of these drivers 
take part in the Safe Driving Competi- 
tion of the London Safety First Council, 
entry to which is voluntary. Last year 
8,635 Central Bus drivers, or 73 per cent. 
of the entrants from our service, gained 
the council’s award for freedom from 
blameworthy accidents. Of these, over 
26) drivers qualified in that year for the 
council’s gold medal for freedom from 
accidents for ten years; and over 45%) 
others received the silver medal for 
five years’ freedom from accidents. 
This is indeed a very fine record, and we 


The Minister of Transport and Lord Ashfield at the opening of the new London 
Transport bus training ground on Monday last 
& & ~ 


ard passengers 


think that this most satisfactory result 
is in no small measure attributable to 
the great care which is taken in selecting 
drivers and the careful training which 
they receive before they are accepted 
as fully qualified to drive a bus in 
London.”’ 

The Minister of Transport formally 
declared the ground open and said he had 
a profound admiration for the drivers of 
public service vehicles and a warm spot 
for the London bus drivers in  par- 
ticular. Drawing attention to the im- 
portance of road surfaces, he said the 
engineers to the Ministry of Transport 
knew of cases where local authorities 
were still laying down unsuitable sur- 
faces. The board would be doing a 
public service if it permitted engineers 
to see how important a factor road 
surfaces were in the prevention of 
accidents. The Minister also urged the 
need of uniformity in street lighting. 

A demonstration was then given, 
accompanied by a running commentary 
by the Chief Instructor of the training 
school. The new ground has a typical 
layout of crossover roads, each 30 ft. 
in width and having a normal camber 
of 44in. The roads have three types of 
surface finish. The finish at the eatrance 
to the training ground and at the end 
of the “straight ’’ has a special non- 
skid surface; near the stcp posts the 
surface is of unsanded asphalt. It is 
possible to train men in both dry and 
wet skid control. The sanded asphalt 
is used for the dry control, ard the 
unsar.ded esphalt (sprayed with water 
if there is no rain) for wet control. 
There are traffic lights so that the 
drivers may be taught to approach them 
in such a way that they can obey a 
signal instantly without skidding. The 
stop posts are fitted with distant- 
contrclled rubber arms with which the 
instructor may give a signal similar to 
that given by a passenger. 








FoG DeELAys Cross-CHANNEL SER- 
vicres.—Persistent fog again delayed 


cross-Channel services at the beginning 
of the week. Among the services 
affected was the ftondon—Paris train 
ferry, which. left Paris at 10 p.m. on 
Sunday night, November 7. The ferry 
beat was unable to cross the Channel 
transported from 
Dunkerque to Cclais, and proceeded 
by the ordinary day boat, reaching 
london about 3.30 p.m. on Morday. 


were 





one 
O90 
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Modern Developments in Railway Operating Practice 


Mr. Barrington-Ward’s paper to the Institute of Transport 


Mr. V. M Jarrington-Ward, Supe 
ntendent, Western Section, Southern 
Area, L.N.E.R., read a paper with the 
tbove title to the Institute of Trans 
port in London last Monday. Foremost 
in modern developments was high-speed 
train operation introduced to compete 
with aviation Che Germans were the 
originators of high-speed running with 
the Berlin-Hamburg diesel service, and 
it was this lead which had inspired the 
British railways, though steam was pre 
ferred here because ours was a coal pro 
ducing country Trial runs on_ the 
L.N.E.R. showed that a modern ex 
ress engine with a load of 200-250 tons 
ould maintain a high average speed, 
the essential feature being fast uphill 


I 


work. On a 15-mile stretch against ths 
collar, taken at a speed of 70 m.p-h 
instead of 40 m.p.h . saving of 93 


min. could be effected This coupled 
vith level and down-hill running faster 
i the normal though within safe 
limits was the basis of high-speed work 
ing The essentials of the service were 


thai 


rood track, adequate signalling in r 
spect of braking distance: ind up-to 
date rolling stock 

To provide an adequate braking dis 
tance for high-speed trains it was advis 
ible with mechanical signalling ft 
operate under double block. In colour 
light areas the institution of the doubl 
vellow aspect preceding single vellow 
up to the red stop could be arranged 
to provide adequate safeguards In 
practice Mr Jarrington-Ward did not 
think this double-block working caused 
innecessary line occupation, for, realis 
ing the portance ot the traffic pass 
ing, no signalman would take the risk 
f running a train in front of a high 
peed train without an adequate mar 
in High-speed operation had inci 
dentally necessitated recasting the rules 
ppertaining to train protection, and on 
it least one high-speed route the guard 
must now go back 11 miles instead of 

mile s previously with detonators 

From an operating point of view th 
effect of 
trains was liable to be serious, and, 


high-speed train on other 


breaking away from the timetabk 


lerk’s ideal of a uniform speed for all 
trains, created fresh difficulties to be 
overcom« With well-thought-out sig 


1 illing me thods spec ] record rs on the 
] ymotives which were liable to de 
tailed scrutiny ifter each run, and 
dequate speed restrictions within a 
maximum permissible speed of 90 
m.p.h., the standard of safety was fully 
maintained 
Passenger Services 

The introduction of the monthly re 

turn ticket and consequent abolition of 


perio <cursion which could b 


4 4 


n at times suitable for line occupa 
ion and the balancing of steck, had 
sravated the peak traffic problem 
especially at holiday times 


Dealing 


with small trains Mr. Barrington-Ward 
expressed his preference for the push- 
and-pull unit. Recent developments in 
passenger rolling stock were exemplified 
by reference to dining and buffet car 
extensions, and the increasing popu 
larity of the third class sleeper. The 
introduction of the armrested third, 
giving six seats per corridor compart 
ment as against eight before, had 
created some difficulty at peak times, 
although with the armrest folded back 
the good sense of the passengers would 
usually permit of four aside at such 
times The only real difficulty in 
operating cinema cars was that the pro 
jection room prevented through com 
munication with the train, with the re 
sult that the cinema car had to be at 
one end or the other. Experiments in 
the provision of wireless reception had 
not proved satisfactory, for although 
reception was good there was not a com 
mercial demand. 

Cleaner and brighter stations had 
justified = the expenditure involved. 
Credit must be given to the advertising 
managers for their pleasing way of dis 
playing advertisements. There was 
room for an improvement in arrival and 
departure train indicators, but at times 
of crowding the use of loud speakers, 
viven clear diction, was being increas- 
ingly ice pted 


Freight Services 

\ notable development in freight 
operation on British railways was the 
large increase in braked train services 
which had more than justified them 
selves An overnight service between 
points 400 to 600 miles apart was now 

established fact hey were in effect 
passenger services operated when line 
occupation permitted 

The ever-increasing passenger train 
mileage, especially on busy Fridays 
nad Saturdays, was a feature that 
necessitated wholesale cancellation cf 
low-grade freight services Indeed Mr. 
Parrington-Ward suggested the tearing 
ip of existing timetables for low-grade 
freight and their replacement by a 
system of train dispatch with only the 
starting times fixed and the running left 

the care of the control organisation. 
Raising the status of goods lines 
scheduled for permissive working, 
that they could be operated as slow 
passenger lines on days when passenge! 
traffic was so heavy that freight traffix 
had to be restricted, gave considerabl: 
relief. Such lines had to be passed by 
the Ministry of Transport as fit for pa 
enger traffic and the change over from 
permissive to absolute block effected 
simply by passing an absolute block 
card) between adjacent signal boxes, 
thus identifying the last train travelling 
conditions Phe 
cards after being conveyed through the 

tions were placed directly under the 


block instruments for the lines con 


under permissive 
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cerned to remind the signalmen of th 
change of block. 

In discussing the problem of larg, 
versus small trains, Mr. Barrineton 


Ward mentioned the advantages the 
mixed traffic locomotive of high tra; 
tive effort capable of running irl, 
fast passenger services, braked freight 
services, and, at a higher speed than 
usual but with reduced load, low cle 


freight services. This type of general 
utility engine meant in the long run 
a reduction in the locomotive stafi. Hy 
had recently introduced some relatively 
high-speed coal and empties trains b’ 
tween three pairs of staging points 
The load had been slightly reduced 
but the engine now made an out and 
home trip in the eight hours wit 


set of men, whereas frequently three or 
more sets would otherwise be requirea 
and the engine was available to ke 


two return trips in the 24 hours. The 
average speed was 1nk reased from { 
20 to 30 m.p.h. enabling advanta 
be taken of signalling margins wl! 
formerly could not be used. 

In dealing with lecomotive pra 
the increase of long throughout 1S 
was mentioned, but while there wet 
obvious economies, certain difficulties 
were created for the Operating Depart 
ment due to the less paternal attention 
siven to such locomotives by thos¢ 
were strangers to them. 


Marshalling Yards 

Che operation of marshalling yards 
had developed less rapidly in this 
country than abroad, due to the fact 
that Great Britain had progressed ahead 
of its neighbours before they had _ to 
reconsider their position on account ol 
economic difficulties. The high-capacity 
wagon without side brake, calling for 
up to 20 chasers a shunt, brought the 
retarder into being abroad, but its us« 
fulness in this country was less because 
of the predominance of the small wagon 


with either-side brakes A balance 


sheet of retarder practice, with its first 
cost and operating and maintenance 
costs clearly defined, as against a grav 
tation or hump yard of equal siz 
would be instructive. The speed of 
operation of a retarder yard was not 
the speed at which the wagon entered 
the retarder but that of the humping 
locomotive pushing the load over the 
hump 

Mr. Barrington-Ward expressed pr 
ference for the gravitation yard ovet 
the hump yard, with one shunter pr 
vided for every five roads, and quoted 
such a yard recently opened where ut 
to 2,800 wagons a day had been dealt 
with at an average staff cost of £4 a 
shunt. He considered that marshal 
ling vard modernisation should proceed 
in the direction of centrally controlled 
electrical point operation. 

The bugbear of the freight terminal 
operator's work was the paper which at 
prese nt had to iccompiany or follow the 
consignment, and Mr. Barrington-Ward 
suggested that, since letter and parcels 
post and the rail passenger parcel r 
quired no such adjunct, an alteration 
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of method with a large resultant 
nomy might be worth investigation. 

Hie referred to the increasing use of 

containers which in 1929 totalled 3,404 

compared with 13,003 at the end of 

last year. 

Referring to the constant changes in 
rules and regulations, Mr. Barrington- 
Ward suggested the abbreviation and 
simplification of the Rule Book and of 
the appendixes issued by the individual 


companies. 


( 


The Engineer’s Departments 


In the Engineer’s Department the 

tem of economic maintenance, 
hereby the lengthmen in small gangs 
had given place to the large squad of 
platelayers conveyed to their work on 

trol driven trolleys, had its reper 
cussion on the Operating Department. 
No longer could a platelayer from the 
local gang be relied upon to assist the 
station staff in a local emergency, and 
the difficulty of finding fogmen in 

intry districts often became serious. 
rhe engineers’ maintenance arrange 

nts were nowadays made more diffi 
cult by the increased Sunday passenger 
traffic, but the introduction of a tem 
porary facing connection to obviate the 
necessity of shunting passenger trains 
for single line working eased matters 
temporary installation 


The cost of a 
was only about £25. 

Reference was made to benefits of 
curve and junction realignment to per 
mit of higher speeds, and of bridge re 
onstruction to allow heavier axle loads 
ind a consequently increased tonnage 
1 the heavier passenger and freight 
train loads. The running loop with 
points operated from the 
Irrespective of distance was a facility 
which, had it been available 30 or 40 

irs ago, might have obviated a larg 
‘mount of heavy « ipital expenditure on 


widenings. 


signal box 


In signalling, simplification should be 
timed at, though the elaboration of de 
tail with a view to increased safety 

ight produce the opposite effect. The 
bolition of the stop-and-proceed 
irrangement was a step in the right 
irection and in accord with block rule: 
In considering the best method of junc 
tion indication and subsidiary signals 
Mr. Barrington-Ward hoped that the 
lewpoint of the train crew would be 
ven the consideration it deserved 
With the extension of A.T.C. standard 
ised practice was important, particu 
larly in view of the inter working 
irrangements of the main-line companies. 
In consequence of the great length of 
present-day trains train 
starting apparatus had developed to 
nable the guard, on the advice of the 
tation inspector, to notify the driver 

vay delays in 
hand signalling 


passenger 


when to start In this 
separable from the 
method were avoided 
Mr. Barrington-Ward 
in objections to main-line electrific 
tion. At the present time he considered 
1at there would be undoubted advan 
iges in electrifying all suburban ser 
round London and other large 


cer 


rivancee 


vices 
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cities. At present the cost of conver 
sion would be high and it might be 
difficult in many cases to show an ad 
quate return on the expenditure. It 
was noteworthy, however, that where 
electric working had been adopted the 
results had proved satisfactory and to 
the advantage of both the railway com 
pany and its users. He was doubtful 
whether the tube extensions which had 
been a big development in the past 
few years might not be at the expens« 
of the inner suburban worker, as well 
as a waste of the capacity of the main 
line suburban metals still operated by 
steam. Attention should be given to 
exhausting the capacity of the existing 
surface railways. As a general rule that 
could be done only by electrifying 
them and intensifying the service with 
the aid of modern signalling, the pré 
flyover junctions and other 
devices. Up-to-date exchange facilities 
by means of could be in 
stalled at points where the surface lines 
intersected the routes of the under 
ground railways. A trial might also be 
given to tube development on the New 
fast and slow tubes 


vision of 


escalators 


York system, 7.¢ 
paralleling each other and operating 
within suburban limits with interchang 
services. Mr. Barrington-Ward con 
cluded with a reference to the impcr 
tance of staff co-operation and educa 
tion. 
Discussion 

Lt.-Col. A. H. L. Mount, opening the 
discussion, that the proper 
solution of the signalling problem pro 
duced by the running of high-speed 
trains was to be found rather in the 
direction of improved braking arrange 


suggested 


ments than altering the signalling. He 
noted with interest the author’s state 
ment that the locomotives of the high 


speed services were fitted with self 
recording speed indicators. In his 


opinion a speed indicator was essential 
on all express locomotives 
ind the addition of a recorder would be 


passe nye r 


an advantage. 

Me: EE. jf. that, 
although the infinite number of factors 
concerned made it impossible finally to 
ascertain whether high-speed trains 
paid individually, the loading of the 
Coronation Scot was good, and the 
loadings of the trains from which it 
might be supposed passengers would be 
deflected improve. It 
must, however, not be forgotten that 
traffic generally was improving at the 
present time. Other L.M.S._ trains 
which had been speeded up also tended 
to attract increased patronage. He pro 
phesied a general increase in the level 
of speed of all trains. <A benefit from 
the running of high-speed trains was 
that they had led to research in order 
to find the best means of providing 
smooth running 
cate of the study of railway operating 


Lemon said 


continued to 


He was a strong advo 


methods in orde r to reveal the source 
of any kind of waste, and. gave 
examples of successful results. Refer 


ring to the Staff Training College about 
to be established at Derby, Mr. Lemon 
spoke of the importance of building up 
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a literature of practical railway experi- 
ence. 

Mr. J. C. L. Train spoke apprecia- 
tively of the speed diagrams obtained 
from the automatic recorders on high- 
speed locomotives; they were of great 
assistance to the Permanent Way De- 
partment. He commented upon the 
reference to ‘‘ safe speed 
limits.’’ The engineers preferred the 
term ‘‘ comfortable speed limits ’’ be- 
cause a safe limit was never even re- 


author’s 


motely approached. 

Mr. H. H. Mauldin contested the wis- 
dom of certain of Mr. Barrington- 
Ward’s suggestions, such as the scrap- 
ping of slow freight train timetables, 
and the abbreviation of rules and regu- 
lations. The latter had been built up 
over a long period upon practical ex- 
perience and had contributed to the 
very high standard of railway safety. 
He strongly advocated the mechanised 
marshalling yard and mentioned that 
the hump yard at Whitemoor had 
almost paid for itself within five years. 
The speed of operation in a yard he 
considered depended upon the initial 
slope from the hump and the speed of 
operation of the main automatic points, 
as well as on the speed of the engine 
pushing up the hump. A mechanised 
yard could thus give faster operation 
than a gravity yard 

Sir Nigel Gresley, before vacating the 
chair to Mr. D. Ross-fohnson in order 
to keep an appointment, complimented 


Mr. Barrington-Ward on _ his’ paper 
ind strongly advocated high = rail- 


way speed. The public, he thought 
having sampled it, would demand it 
more and more. In commenting upon 
Colonel Mount’s suggestion of improved 
braking, he mentioned that the prob 
lem was linked up with brake block 
wear which had been giving trouble 
particularly in the U.S.A., where 
eraduated brakes were being used on 
some of the fastest trains. Such brakes, 
by means of which some remarkable 
stops had been made, 


were very 
strongly applied at the highest speeds 
and the application eased off as speed 
fell, but the wear on the brake blocks 
was extremely heavy. It was not 
senerally realised that the brake block 
wear on the L.N.E.R. high-speed trains 
was considerably more than on subur- 
bin stopping trains owing to the neces- 
sity of frequently slowing down for 
the cbservance of speed restrictions. 
Mr. W. A. Willox, in referring to 
whether high speed paid, contended 
that any improvements were always 
appreciated by and received response 
from the public. He mentioned the in 
creased traffic created on American 
railways as a result of air-conditioning, 
and other specific improvements to 
which the public had given a paving 
response. To make high speed really 
attractive it was essential that punc- 
tuality should be maintained, and in 
this connection the equipment of loco 
motives with specd recorders should ri 
move any risk from the official encour- 
agement of enginemen to regain lost 
time. Such fittings also would enable 
the engineers to mitigate the severity of 
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some of their speed restrictions. He 
regretted that the author had not re 
ferred to the great improvements 
recently effected at L.M.S. goods 
stations, in which barrowing, the main 
source of delays, had been almost 
eliminated and. the work both eased 
and accelerated 

Mr. W. H. Gaunt complained of the 
delays suffered by ordinary passengers 
as a result of the running of high-speed 
trains, and appealed for more attention 
from operating officers to those who 
provided the bulk of their revenue 

Mr. Barrington-Ward,  briefiy — re 
sponding to the discussion, said that 
although the cost of high-speed trains 
might be considerable, their publicity 
value was undoubtedly great, and they 
had the further effect of tending to 
make people railway-minded. The 
financial value of these attributes could 
perhaps not be assessed, but they were 
undoubtedly important He reiterated 
his contention that the controlling 
factor in hump yard operating speed 
was the speed of the humping engin 
As to Mr. Mauldin’s remarks against 
the scrapping of slow freight timetables 
he would agree if the service were normal 
every day, but, under the present con 
dition of passenger service intensifica 
tion, it was almost impossible to run 
low-graded freight with any degree of 
punctuality 








Longer Trains on London 
Transport Tube Line 


\n experiment launched by London 
Transport on November 8 is aimed at 
giving the advantage of longer tube 
trains without the delay and expense 
of extending station platforms The 
principle, adopted for trial purposes on 
the Northern Line, consists in running 
a nine-car train (as against the normal 
seven-coach formation), and drawing 
the train up at certain stations so that 
either the first two or last two coaches 
remain in tunnel. From Colindale to 
Golders Green all cars can be accommo- 
dated at the station platforms, but 
thenceforward the last two cars are 
not drawn up to the platforms until 
fottenham Court Road is reached 
On this section, therefore, the last two 
cars ate reserved for Tottenham Court 
Road passengers, and the first two 
which are drawn on into the tunnel at 
that station, are used by passengers 
for any other destination After Tot 
tenham Court Road, the last two 
coaches remain out of service until 
the train is reversed at Kennington 

Running north, similar arrangements 
apply. From Kennington to Leicester 
Square the first two cars are not used 
The last two cars are loaded only fo1 
stations between Kennington and Lei 
cester Square, and for Golders Green 
and stations north \t Tottenham 
Court Road the last two cars are not 
drawn up at the platform and the r 
maining seven cars operate from then 
on as a normal train The nine-cat 
train makes two southbound journeys 
and one northbound daily. 
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Paris Metro Developments 


Until recently the Paris Metro was 
confined within the relatively small 
area formerly bounded by the city forti 
fications now demolished, but has now 
extended its lines into the inner suburbs 


and preparations are also well advanced 
for a further extension into the outer 
suburbs by the electrification of existing 
surface lines to be taken over from the 


main-line railways rhe first sections 
to be carried beyond the old city boun- 
dary were opened in 1934 During 


the present vear the following extensions 
Line No. 14, Place 
Bienvenue to Porte de Vanves, on 
January 27; Line No. 11, Porte des 
Lilas to Mairie des Lilas in March 
Line No. | to Pont d Neuilly, on 
\pril 28; Line No. 8, La Motte Picquet 
to Porte Balard, on July 29: Line No. 


10, to Place Jussien, on July 29; Line 


No. 14, to Les Invalides, on July 29 


have been opened 


Pogether with the new extensions 
opened on July 29 there have been 


certain readjustments of Lines 8 a iQ) 
with changes in the numbering sec- 
tions. The extension of Line No. 8 to 
Pont de Levallois and that of Lins 9 
to Mairie de Montreuil hay en 
opened this autumn, the latter on to 
ber 14. The electrification of the line 
from Luxembourg station to Ro son 
and Massy-Palaiseau is expected be 
completed by the end of the pr:sent 
month, and on this completion tl ine 


is to be taken over by the Metro 
Fares on the Metro are again to by 
increased on January 1, 1938. Ear 


June the second class single fare was 
raised by 10 centimes, to 80 cent 5 
and the first class by 15 centim to 
fr. 1-30 \n increase on Augi ) 


added 20 centimes to each fare, bri ng 
the first class fare up to fr. 1-50) dl 
the second class to fr 1. On and 1 


January 1 next the second class 


will be fr. 1-10. 


(See map opposite) 








B.S.S. for Girder Bridges 


Ihe British Standards Institution has 
recently issued in one volume a revi- 
sion of Parts 3, 4 and 5 of British 
standard Specification No. 153 for 
Girder Bridges, dealing respectively 
with Loads and Stresses (Part 3), De- 
tails of Construction (Part 4) and Erec- 
tion (Part 5) Che revision of Part 1, 
Materials and Part 2, Workmanship, 
appeared in 1933 

Whilst Part 5, Erection, remains sub 
stantially as in the original edition, 
ilterations have been 
made in Part 3, Loads and Stresses, 
and Part 4, Details of Construction. 
Che list of unit weights has been ex- 


tended and in some cases revised. The 


considerable 


permissible working stresses in ordinary 
structural steel have been raised, a 
further alteration being an increase of 
the permissible stress in shear on shop 
rivets, turned tight-fitting bolts and 
pins from 6 to 6°5 tons. Provision is 
made for an additional type of unit 
loading for highway bridges, designated 
Type B, the existing British Standard 
Unit Loading being now designated 
[ype A; tables of maximum bending 
moments and shears for Type B loading 
published _ later. The 
owance to be made for impact on 
railway bridges is now left to the dis 


are to be 


cretion of the engineer, the committee 
responsible for drafting the revision 
limiting itself for the time being to 
indicating in an appendix four alterna 
tive iethods which might be followed 
Provision is made for lurching to be 
reated separately from impact unless 
this has already been included in the 
im t allowan The proportion of 
the vertical shear to be irried by each 
pair of intermediate tiffener ind the 
nnecting them to the web 
late is now revulated by a formula. 
in the foreword reference is made to 
the appointment of the Joint Research 
Committee of the Institution of Civil 


t 


Engineers and Structural Engineers 
which has been set up to investigate 
further the problems involved in the 
design and construction of simple-span 
girder bridges, and it is stated that 
when the report of this body is avail 
able the specification will be again r 

viewed. It is also mentioned that the 
preparation of clauses covering the use 
of high tensile structural steel to B.S.S 
No. 548, which is not dealt with in the 
present revision, is being undertaken, 
with a view to that issue as a supple 
ment to the Specification. Copies of 
this B.S. Specification (No. 153, Parts 
3, 4 and 5) may be obtained from the 
British Standards Institution, 28, Vi 

toria Street, S.W.1, price 2s. 








Two Rattway MISHAPS IN LOND 

On ‘Tuesday, a_ collision occurred 
on the Southern Railway at 4.26 a.n 
at a converging point on Nos. 2 and 3 
up lines, Spa Road, Bermondsey 
between an up L.M.S.R. goods trai 
and the 3.45 a.m. passenger train from 
Erith to Charing Cross, causing the 
derailment of the Erith train and ot 
eight wagons of the goods train. Ther 
were no personal injuries, but all lines 
were blocked with the exception oft one 
up and one down. Two electric trains 
an hour were run from each of the 
branches affected, namely, North-Kent 
Mid-Kent, and Dartford Loop, 4 
The Kent Coast to Cannon Street 
main line trains were diverted to Vic- 
toria. Hastings and Folkestone services 
ran to Charing Cross with some dela 
Where alternative routes were availabl 
passengers were diverted, to them 
The lines were cleared about 7.30 p.1 

On Wednesday night at Eust 
IL.M.S.R., a train of empty coaches to 
form the 12.40 a.m. to Glasgow, instead 
of going alonysick No 13 platt rm 
ran into No. 15 platform, from which 
the 11.45 p.m. Night Scot was about to 
start. A collision occurred, resulting 
in the injury of several passengers. 
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STAFF AND LABOUR MATTERS 


Hours of Labour 


During a debate in the House of 
Commons on Wednesday night, Novem 
ber 3, the Parliamentary Secretary to 
the Ministry of Labour outlined the 
Government’s attitude to a_ private 
member’s motion—‘‘ That this House, 
recognising the claim of the worker to 
benefit from the increased productivity 
modern industry and realising also 


re) 


the urgent necessity for absorbing many 
of the present unemployed, calls for im 
mediate measures for securing a sub 
stantial reduction in working hours 
After stating that the Government 
was entirely sympathetic to the pos 
ible reduction of hours in industry on 
iccount of the nerve strain in modern 
industry, and to the relief of unemploy 
ment, he said that the Government had 
some difficulty in accepting the shorten 
as being the one 


ing of hours of work 
efficient method of reducing unemploy 
ment, for the reason that it made cer- 
tain pre-suppositions; first, that the un 
employed were distributed among cccu 
pations in proportion to the numbers 
ilready employed in each occupation, 
which unfortunately was not the case 
Secondly, it pre-supposed that the un 
employed were evenly distributed and 
could be easily moved to the new op 
portunities which would be created in 
certain districts by a shortening of hours 
Thirdly, it pre-supposed that there was 
i large number of the unemployed who 
were permanently and wholly unem 
ployed, which was not the case if the 
registers were examined It also pre 
upposed that those already in employ- 
ment would be ible to receive tor 
horter hours of work the same earnings 
is before, and that the total volume of 
business and of employment would not 
be diminished by reason of the increasé 
ot costs 

He said that the House would do 
weil to weigh carefully the possible 
effect upon earnings of a compulsory 
nd general reduction of hours such as 
that suggested in the motion. He then 
referred to the industries in which hours 
had been reduced by the method of 
collective bargaining To adopt im 
mediate means to shorten the working 
hours could mean only State interven 
tion by legislation, and he = asked 
whether it was worth while destroying 
the whole system of voluntary collec 
tive bargaining in industry between 
representatives f the work pec ple and 
of the employers by imposing State 
oercion from the top. [The Govern 
ment, he said, maintained that the risk 
as not worth taking. 

Dealing with the question of absorp 
tion of unemployed workers into indus 
trv, he said the Government had al 
ready undertaken discussions with a 
large number of employers’ organisa 
tions in various industries, and with 
the Trades Union Congress General 
Council on the subject of the absorp- 
tion of unemployed workers into indus- 


try, including the proposal tor the re- 
duction of hours of work as a remedy 
for unemployment. In conclusion, he 
said that the Government believed 
that this question involved one of the 
main aspects of the British belief in 
liberty, and that the Government pre- 
ferred the line of guidance to that of 
compulsion. 

On Thursday, November 4, the 
Home Secretary in replying to a ques 
tion ‘‘ whether he will consider the 
introduction of legislation to guarantee 
1 40-hour week to young persons and 
the abolition of overtime for young 
persons under eighteen years of age’ 
said that Parliament had, so recently 
as last Session, dealt with this matter 
in the new Factories Act. The sugges 
tion in the question would go beyond 
the provisions of the Factories Act and 
he did not*think it possible to reopen 
the question at present. 


Engineering Apprentices’ Wages 

As a result of an agreement of the 
employers in the engineering industry 
to recognise the unions’ right to nego- 
tiate for apprentices, youths and boys, 
as reported in our issue of October 22, 





discussions are proceeding to set up 
new negotiating machinery. On 
Wednesday November 10, the Em 
plovers’ Federation met a group of 
unions represented by the Engineering 
Trades Joint Committee and next Wed 
nesday, November 17, the federation 
will confer with the Amalgamated 
Engineering Union 


Road Transport Wages 

rhe recommendations of the National 
Joint Industrial Council for the road 
passenger industry which were reported 
in cur issue of October 29 have been 
considered by the Municipal Tramways 
and Transport Association, and it is 
understood that they are likely to be 
accepted by the association. The 
unions have not yet accepted the re 
commendations, and a ballot of the 
members is being taken on the question 


of acceptance 


Workmen’s Compensation 
[Phe House of Lerds on November 5 
illowed an appeal of a widow of a rail- 
way ganger who was summoned from 
his home to assist in replacing a de 


railed truck, and died after being 
knocked down by a motorcar. The 
man’s normal hours of work were from 
7.20 a.m. to 5.0 p.m It was, how 


ever, a term of his contract that he 
might be ordered outside those hours 
to do emergency work on the railway. 
If he received such an order he had to 
obey it, and he received overtime vary- 
ing with the time of the day or night, 
beginning from the time he left his 
home and calculated to the nearest 
quarter of an hour with a minimum 
of two hours. On January 25, 1935, 


having worked the usual time, he re- 
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tired to bed. He then received a 


sage ordering him to go to assist in 
replacing a derailed truck. He started 
from his home at 10.40 p.m. to go to 
the sidings, and while on his way was 


knocked down in the street by a motor- 


, receiving injuries from which he 
afterwards died. He never, in fact, 
reached the railway or any part of it 

In the claim for compensation the 
appellant alleged that her husband's 
death had been caused by accident 
arising out of and in the course of his 
employment. The county court judge 
held that the man’s employment began 
when he left his home to go to the 
sidings, and that the accident arose 
out of and in the course of his employ 
ment. The Court of Appeal held that 
the accident did not arise out of or in 
the course of the man’s employment, 
and set aside the award. The House of 
Lords directed that the award of the 
county court judge should be restored 


Car 


Pensions for Merchant Navy 
Officers 

Ihe second reading of the Merchant 
Shipping (Superannuation Contribu 
tions) Bill was moved in the House of 
Lords on Tuesday, November 9. The 
Bili is designed to amend the Merchant 
Shipping Act so as to remove a legal 
obstacle to the introduction of a pen 
sion scheme for mercantile marin 
officers, as reported in our issue of 
November 5. It was asked, on behalf 
of the National Union of Seamen, that 
it should be made clear that the Bill 
would provide an all-round _ pension 
scheme for ail mercantile marine ratings, 
and it was suggested that a subsidy 
which had not been expended on tramp 
shipping should be devoted to a welfar 
fund to provide pensions, holidays with 
pay and other benefits to seamen, pri 
vided that the men did their naval 
reserve training. The mover of the Bill 
replied that this would be setting an 
entirely new precedent, and that he 
could not hold out any hope that the 
suggestion would be favourably con 
sidered by the Treasury. The Bill was 
read a second time without a division 


Annual Holiday Bill 


The Annual Holiday Bill, which has 
been introduced to the House of Com- 
mons by a private member, is to make 
provision, amonyst other things, for 
every employed person who has been 
in the same employment for twelve 
months or longer to have a_ holiday 
it least once in each year of not less 
than two normal working weeks. The Bill 
also provides ‘‘ The provisions of this Act 
shall have etfect notwithstanding any 
igreement, written or oral, express « 
implied, made either before or after 
the commencement of this Act, to the 
contrary, and every such agreement 
shall be void.’’ 








CORROSION RESISTING STEELS.—l1 
the notice on page 679 of our October 22 
issue, Hadfield’s non-corrcding steels 
were by a printer’s error named [ni 
This should, of course, have read Era 
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QUESTIONS IN PARLIAMENT 


Tangier-Fez Railway 
\ir. A. M. Lyons (East Leicester—C.) 


on November 1 asked the Secretary of 
St for Foreign Affairs what financial 
contribution was made by Tangier to 
the Tangier-Fez Railway, and. what 
pl rtion this bore to the aggregate 
contributions made. 

R. A. Eden (Foreign Secretary) : 
T fangier Budget provides for a 
( re of fr. 1,225,000 in respect of 

[fangier-Fez Railway. I regret 
t | am unable at present to answer 
t! cond part of the question. I will, 
however, endeavour to obtain’ the 


il mation required. 


Accident at Liverpool Street Station 

\ir. W. Thorne (Plaistow—Lab.) on 
November 1 asked the Postmaster- 
General if he could give the House any 
information in connection with an 
ident at Liverpool Street station on 
Thursday night, when a man stumbled 
over a railing and fell down a hole into 
the long steel-lined letter chute at the 
st Office tube station underneath 
iverpool Street station. 

Major G. T. Tryon (Postmaster- 
General): An accident occurred as 
stated by the hon. Member, but I am 
vlad to be informed that it was not 
attended by serious consequences. The 
suard rails surrounding the aperture in 
the platform were 1n their proper 
sition. During 11 years there has 
en no previous mishap, but I propose, 
view of this occurrence, to consider 
consultation with the railway com- 
vany whether any additional safeguards 
reé possible. 


< 


— 


Alterations to Castleton Station 

Mr. W. T. Kelly (Rochdale—Lab.) 
on November 3 asked the Minister of 
lransport if he would state when the 
alterations to the Castleton, Lancashire, 
railway station were to be engaged upon 
by the railway company; and would 
this reconstruction include the raising 
of the passenger platform, in view of the 
discomfort and danger to passengers 
ising this station. 


Dr. L. Burgin: I am informed that 
the L.M.S.R. has this matter under 
active consideration, and I will com- 


municate with the hon. member when 
| learn the company’s decision. 


London and Edinburgh Train Ser- 
vice 

Mr. Robert Gibson (Greenock—Lab.) 
on November 3 asked the Minister of 
Transport if he had any statement to 
make regarding steps to be taken 
towards providing a better service of 
trains between London and Edinburgh 
on Friday evening and so avoid the 
necessity of Scottish Members of Parlia- 
ment having to remain in London on 
Fridays from 4 p.m., when the House 
rises, until about 10.30 p.m. 

Dr. Leslie Burgin (Minister of Trans- 
port): I have communicated with the 
railway companies concerned. The 
Coronation Express leaves King’s Cross 


at 4 p.m. Between that hour and 
11 p.m. five trains leave London for 
Edinburgh. The companies feel that 
there is no real demand for augmenting 
the service at the present time. 


Queensferry Ferry Charges 

Mr. W. McL. Watson (Dunfermline— 
Lab.) on November 3 asked the Minister 
of Transport whether he was aware 
that the charge for ambulance wagons 
crossing the Queensferry ferry was at 
the rate of the highest horse-power 
private motorcars; and whether, as 
none of the local ambulances exceeded 
20 h.p., he would use his influence to 
secure a reduction in the charge. 

Dr. Leslie Burgin : This ferry is owned 
by the L.N.E.R., which informs me 
that the tolls for ambulances were 
reduced in January, 1935, from 7s. 6d. 
for a single journey and 15s. for a return 
journey to 6s. 6d. and IIs. respectively, 
and that it considers these charges to 
be equitable in relation to those for 
other types of vehicles. 


Liability for Accidents 

Mr. J. Westwood (Stirling and Fal- 
kirk—Lab.) on November 3 asked the 
Minister of Transport if he was aware 
that railway companies refused to 
accept liability for accidents to pas- 
sengers travelling by train with cheap 
daily return tickets; that in many 
cases these tickets were available for 
return by bus or motor-coach, and 
when so used liability for accidents was 
accepted by the companies operating 
the service ; and would he endeavour 
to get the railway companies to remedy 
this restriction and accept liability as 
in the case of the road _ transport 
companies. 

Dr. L. Burgin: I have been in com- 
munication with the railway companies, 
who have informed me that they are 
not prepared to accept this lability. 
I am considering what is the most useful 
action I can take in the matter. 


Anglo-Argentine Railroads 

Sir Nicholas Grattan-Doyle (New- 
castle-upon-Tyne—C.) on November 3 
asked the Secretary of State for Foreign 
Affairs whether he would notify the 
Argentine Government that the treat- 
ment of the British capital in the Anglo- 
Argentine railroads was regarded with 
dissatisfaction by British investors ; 
and that, if the Argentine Government 
desired a renewal of the trade agreement 
when it came up for review 18 months 
hence, the treatment of the railroads 
would form part of the negotiations 
about Argentine meat and foodstuffs. 

Viscount Cranborne (Under-Secretary 
of State for Foreign Affairs) : As stated 
by my right hon. friend, the Chancellor 
of the Exchequer, in reply to a question 
by my hon. friend on July 29 last, the 
general position of investors in Argentine 
railway securities has shown a welcome 
improvement, but the position in respect 
of certain of these securities still remains 
unsatisfactory to the holders. All ques- 
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tions relating to the renewal of the 
present trade agreement with the 
Argentine will, of course, fall for con- 
sideration in the light of circumstances 
when the time comes. 


Protection against Electrocution 

Brigadier-General Clifton Brown 
(Newbury—U.) on November 3 asked 
the Minister of Transport whether he 
was aware that fatal accidents to 
children had continued to occur from 
contact with the live rail on the Southern 
Railway system ; and what steps had he 
taken to ensure adequate protection 
by the railway authorities against this 
danger that they were introducing into 
the countryside. 

Dr. Leslie Burgin: I have been in 
communication with the Southern Rail- 
way Company about the recent cases of 
electrocution among children through 
contact with the live rail, and with my 
hon. and gallant friend’s permission I 
will circulate a full statement of the 
steps which the company proposes 
to take to give additional protection 
against this danger. 

Later Dr. Burgin 
following statement :— 


circulated the 


FENCING IN ELECTRIFIED AREAS OF 
THE SOUTHERN RAILWAY 

The company’s officers have been 
giving active consideration to the 
provision of more effectual means for 
preventing children from trespassing 
upon those parts of the company’s 
system which are electrified on the 
conductor rail system. At the same 
time, regard has been paid to recent 
complaints which have been made in 
respect of increased mortality from this 
cause among animals which have pene- 
trated the company’s fences. The 
company has decided to instal in future, 
under certain conditions, two improved 
types of fencing which embody the use of 
chain-link meshing. It is intended that 
an active policy shall be pursued in the 
matter. Considerable lengths of the 
new fencing are to be ordered and 
erection will be put in hand without 
delay when the material is received. 
In all places in the electrified area where 
trespassing is prevalent, but where the 
existing 8 or 10 wire fencing is not 
due for removal, the meshing, 4 ft. 6 in. 
high, will be fixed to the outside of the 
existing concrete posts, leaving the 
horizontal wires in position ; to increase 
rigidity, a new post will be added 
between the existing posts where these 
are 18 ft. apart. The bottom of the 
meshing will be kept as close to the 
ground as possible to prevent pene- 
tration under the fence. 

An entirely new type is also to be 
adopted as a standard in new construc- 
tion, or when renewing existing fencing, 
in electrified areas where trespassing is 
likely to occur. For this type the 
4 ft. 6 in. high meshing will be carried 
by 3 horizontal wires on the railway 
side of concrete posts, which will be 
erected 9ft. apart. Above the meshing, 
4 further horizontal wires will be run, 
about 24 in. apart, the lowest being on 
the railway side of the posts, the next 
through the posts, and the top two 
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on the side of the posts remote from the 
railway. The top wire will be about 
5 ft. 3 in. above the ground, and it is 
considered that the outwardly project- 
ing ‘“cornice’’ formed by these wires 
will make the fence more difficult to 
surmount either by trespassers or 
animals. The bottom of the meshing 
will be kept as close to the ground as 
possible to prevent penetration under 
the fence. The smallness of the meshing 
makes the fence difficult to climb, and 
the serrations above the top supporting 
wire are also of value in this respect. 

Consideration is also being given to 
the modification of the fencing in those 
parts of hunting country where there 
may be special risk of hounds getting 
on to the line. The company considers 
that the measures now to be taken will 
meet all reasonable requirements. 
Anglo-Argentine Railways 

Rear-Admiral Sir Murray Sueter 
(Hertford—C.) on November 9 asked 
the Secretary of State for Foreign Affairs 
whether, in view of the unsuccessful 
handling of the interests of 200,000 
stockholders by the directors of the 
Anglo-Argentine railways in relation 
with the Argentine Government, he 
would consult the investment trust 
companies, the insurance companies, 
and other large British investors in the 
Anglo-Argentine railways as to suggest- 
ing that the Argentine Government 
should take over the railways against 
Argentine Government bonds secured on 
the railways, and so end the friction 
caused by the hostility to non-Argentine 
investors who had provided £250,000,000 
to build those railways and upon much 
of which for years past no income had 
been obtainable 

Viscount Cranborne (Under-Secretary 
of State for Foreign Afiairs): IL under- 
stand that discussions between the 
railway companies and the Argentine 
Government are still proceeding, and I 
cannot share the view expressed by my 
honourable and gallant friend that they 
are being unsuccessfully handled. As 
regards the remainder of the question, 
the position is as stated in the first part 
of the reply given to my honourable and 
gallant friend on April 21 last, to the 
effect that, while my right honourable 
friend is always ready to consider 
requests for the support of His Majesty’s 
Government on the part of British 
companies who have invested capital 
abroad, he has not been asked by the 
companies concerned to intervene as 
regards the present matter, and con- 
siders, moreover, that such questions 
are best dealt with by direct negotia- 
tions between the Argentine authorities 
and the companies in question 
London-to-Scotland Service 

\ir. Robert Gibson (Greenock—Lab.) 
on November 10 asked the Minister of 
rransport if he had given further con- 
sideration to representations about the 
train service from London to Scotland on 
Fridays after 4 p.m.; and if he was in 
a position to make a further statement. 

Dr. Leslie Burgin (Minister of Trans 
port): 1 understand that the hon. 


-and learned member. is, anxious_that: the 
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Coronation express should leave King’s 
Cross on Fridays at 5 p.m. instead of 
4p.m. The L.N.E.R. informs me that 
it was found to be impracticable to run 
this train at any time later than 4 p.m. 
without interfering with other impor- 
tant trains and causing dissatisfaction 
amongst the travelling public. 








Railways’ Athletic 
Association Annual Dinner 


With again a record attendance, the 
eighth annual diner of the Railways’ 
Athletic Association was held on 
November 5 at the Euston Staff Dining 
Club, London, uuder the chairmanship 
of Mr. W. E. C. Lazenby, Assistant 
Chief Officer for Labour and Establish- 
ment, L.M.S.R., and a Vice-President 
of the R.A.A. Mr. Lazenby followed 
the loyal toast with that of the Rail- 
ways’ Athletic Asscciation. Aiter 
referring to letters received from Mr. 
F. R. E. Davis, Secretary, Great 
Western Railway, Mr. A. Howie, Joint 
Accountant, Southern Railway, Mr. 
E. E. Painter, Secretary, Railway 
Clearing House, Mr. W. E. Richard- 
son, Secretary, Irish Railway Clearing 
House, Mr. R. H. Pitts, Chief Stores 
Superintendent, London Passenger 
Transport Board, and Mr. W. Geo. 
Pape, Indoor Assistant. to the General 
Manager, Southern Railway, expres- 
sing regret at their inability to be pre- 
sent that evening, Mr. Lazenby voiced 
the pleasure of the company at the 
presence of Mr. A. F. Bound, Signal 
and Telegraph Engineer, L.M.S.R., 
Mr. S. J. Marchant, Assistant for 
Wages Staff, L.M.S.R., Mr. A. L. 
Castleman, District Goods Manage), 
Broad Street, L.M.S.R., Mr. H. §S. 
Chapman, Assistant Secretary, London 
Passenger Transport Board, Mr. H. H. 
Halliday, Principal Assistant (Staff) to 
Chief General Manager, L.N.E.R., 
Mr. J. F. Lean, late Principal Assis- 
tant to General Manager, G.W.R., and 
Major R. F. Morkill, Assistant Signal 
Engineer, London Passenger Transport 
Board. Mr. Lazenby read a letter from 
Sir Herbert Walker, their President for 
the past eight years, and who, with his 
retirement from the general manager- 
ship of the Southern Railway, regret- 
fully relinquished his office, thanking 
the members of the R.A.A. for the 
memento recently sent him. Mr 
Lazenby spoke in appreciative terms of 
all Sir Herbert Walker had done to 
further the work of the Association 
and announced that Sir Josiah C. 
Stamp, Chairman and President of 
Executive Committee, L.M.S.R., 
would suceeed him. The--Chairman 
then referred to’ the work of the asso- 
ciation, and the opportunity it afforded 
for meeting and promoting -goodwill 
among those engaged in other branches 
of industry and those also in other 
countries. In this connection, he wel- 
comed the presence that evening of 
Mm. Place, Cazenave, and Taine, of 
the French railways. He coupled with 
the toast the names of Mr. P. W. 
Holdaway and Mr. R..D.-Prior. 
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Mr. R. D. Prior, Chairman of the 
General Committee, responding to the 
toast, thanked Sir Josiah Stamp for 
presenting the trophy. The associa 
tion, he remarked, had a very live 
committee and recent developments 
had included the revival of the Chess 
and Swimming sections. 

Before presenting trophies won dur 
ing the past year, Mr. Lazenby handed 
gold medals, the highest award of the 
Association, to Mr. W. H. London, 
late of the Railway Clearing House, 
who had served for five years as the 
Honorary Financial Secretary, and to 
Mr. Gerald Yorke, London Passenger 
Transport Board, who was Chairman 
of the General Committee during the 
1936-37 session. 

Mr. S. C. Edwards’ proposal of the 
Chairman’s toast was acclaimed. 








SOUTH MANCHURIA RAILWAY TO Con- 
TROL ONLY RAILWAYS IN FuTuURE.— 
Messages from the Far East indicate 
that the numerous key industries of 
Manchukuo, at present carried on by 
concerns subsidiary to the South Man- 
churia Railway, are, as from Decem- 
ber 1, to be handed over to a great 
holding company under Japanese aus 
pices. This will leave the S.M.R. free 
to concentrate upon the important 
amalgamation—reported in the Over- 
seas columns of our issue of November 5 
—embracing the Manchukuo State, 
S.M.R., and Northern Korean lines, 
8,838 km.inall. There is also a sugges- 
tion that the $.M.R. administration will 
take over the new Jehol-Peiping line, 
now under construction, and _ possibly 
other lines in North China. 


STEEL BEARING PLATES FOR FLA‘ 
Bortom RAILway Rai_s.—tThe British 
Standards Institution has recently issued 
a Specification for Steel Bearing Plates 
for Flat Bottom Railway Rails (B.S. 
No. 751). The plates are intended pri- 
marily for use with the B.S. flat-bottom 
rail sections from 25 to 120 Ib. per yd., 
but they can be used with other sections 
having widths of base of approximately 
similar dimensions. To cover 20 B.S. 
sections of rails, 10 sections of bearing 
plates have been designed, and each 
section is suitable for use with two 
adjacent weights of rail. Two types of 
plate are provided, namely, canted and 
flat plates, for which distinctive refer- 
ence numbers are provided distinguished 
by a suffix C or F respectively, and for 
each type of plate there are three sec- 
tions, the standard section, and light 
and heavy sections, obtained by adjust- 
ing the rolls. The specification covers 
the rolled bars from which the bearing 
plates are cut- arid the ‘bearing: plates 
themselves, except in so far as the 
lengths of the finished’ plate-and -the 
number and position of the holes are 
concerned. Approximate metric equi- 
valents of the standard dimensions are 
given in a separate table. Copies of this 
B.S. specification, No. 751-1937, may 
be obtained from the British Standards 
Institution, 28, Victoria Street, London 


--S-W.1,_ price. 2s. -2d.-post-free. .......- 
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RAILWAY AND OTHER MEETINGS 


Argentine Great Western Railway Co. Ltd. 


fhe annual general meeting of the 
Arventine Great. Western Railway Co. 
Ltd. was held-at Winchester House, 
Old Broad Street, London,. E.C.2, on 
November 8, the Viscount St. Davids, 
Chairman of the company, presiding. 

Che Secretary (Mr. J. T. Dillon) read 
the notice convening the meeting and 
the auditors’ report. 

fhe Chairman, in moving the adop- 
tion of the report and accounts, re- 
ferred to the loss sustained by the 
company in the death of Dr. Videla, 
who had served them for many years 
in Argentina as Chairman of the Local 
Board. He was a man of immense 
ability, and shareholders this side of 
the water could have little idea what 
they owed to him and his work. 

[he company had paid interest on 
the first and second debentures on the 
due dates. Since their last meeting, 
three payments of one half year’s in 
terest had been made on the 5 per 
cent. debentures, and notice had been 
given of another half year’s interest to 
be paid on December 1. They regretted 
they could make no payment on the 
preference and ordinary shares. As 
shown in the annual report of the 
Buenos Ayres & Pacific Railway, the 
loss on exchange during the last five 
vears had amounted to over £3,200,000, 
ind in the year under review the ex- 
change losses were 40 per cent. A 
shareholder holding the 6 per cent. 
guaranteed stock had submitted that 
t might be to the company’s advan- 
tave if some arrangement could’ be 
made to capitalise arrears outstanding, 
so as to facilitate resumption of pay 
ment to stockholders who had_ been 
without interest for the past five years. 
The moratorium would end next 
suinmer, and then the shareholders 
would have to decide whether the mora- 
torium was to go on, or whether there 
was to be a scheme of rearrangement. 

Reconstruction of the Argentine 
fransandine Railway, a great part of 
which was destroved by avalanche in 
1934, was beyond the resources of the 
Transandine company. The line was 
now to be taken over by the Govern 
ment. Their own company had an in- 
vestment in the shares, made some 
vears ago when the passenger traffic 
looked like being an important matter. 

Wine continued to be the principal 
traffic of the Argentine. Great Western 
Railway. Last vear they carried 
647,000 tons, the highest tonnage since 
the 687,000 tons of 1929. Bulk carriage 
of wine continued to increase, and it 
looked as if carriage of grain in bulk 
would do the same until it might be- 
come, indeed, the only means of car- 
riage. This was a serious matter, mean- 
ing new rolling stock. Goods traffic 
continued to improve, growing from 
1,400,000 tons in 1933 to 1,700,000 tons 


in the past year—an_ increase — of 
300,000 tons in four years with no set 
back. The amount of fruit exported 
was much the same as the previous 
year, and it was obvious that this year 
it was going to increase steadily, and 
that canning of fruit was going to be 
come a big industry. 

The number of passengers was 
almost the same as the previous year. 
Their railway had to contend with the 
cheap fares of motor omnibuses on 


Bengal Dooars 


The forty-seventh ordinary general 
meeting of the Bengal Dooars Railway 
Co. Ltd. was held at Gresham House, 
Old Broad Street, London, E.C.2, on 
November 10, Mr. G. Anson Bayley, 
Chairman of the company, presiding. 

The Secretary (Mr. F. J. Horne) read 
the notice convening the meeting and 
the auditors’ report. 

The Chairman, in moving the adop 
tion of the réport and accounts, said 
that before proceeding with the busi 
ness of the meeting he would like to 
express his thanks to the directors for 
having appointed him their Chairman. 
He had also to refer with deep regret 
to the death of Col. J. A. Polwhele, 
O.B.E., M.Inst.C.E., who for 27 years 
held the position of Manager and En- 
gineer-in-Chief on their railway. 
Colonel Polwhele was frequently faced 
with exceedingly complicated problems 
int connection with the vagaries of the 
Teesta River when in flood, and his 
successful work in combating this 
periodical menace to their protective 
works and sections of their permanent 
way, and also his tactful and diplo- 
matic handling of intricate commercial 
and other questions which arose from 
time to time contributed very largely 
to the success with which they would 
agree their railway had met. 

In the circumstances, the year’s 
working might be considered satisfac- 
tory. It was true that while coaching 
traffic, ferry service, and miscellaneous 
earnings showed only a negligible im- 
provement over last year, goods traffic 
decreased by Rs. 1,26,403, but working 
expenses were reduced, and. this, 
together with a reduction in the pro- 
vision necessary for payment of Indian 
income tax, had actually resulted in an 
increase in sterling net revenue for the 
vear. 

The principal decrease in goods traffic 
was. in the carriage of coal, which 
accounted for a decrease in tonnage of 
6,554 tons and Rs. 1,09,069 in earnings, 
and apart from the decrease in tonnage 
the loss in revenue was mainly due to 
the reduction of the average rate per 
ton from 12-89 pies last year to 8-75 
pies for the year under review, this 
lowering of the rate having been made 
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fairly good roads, and it was necessary 
to keep on lowering their own fares. 
They were establishing railcar services, 
which they thought would bring back 
passenger traffic to the railway. The 
outlook for fruit was good, and new 
trees were being planted in increasing 
quantities. The tourist industry was 
being encouraged by © the Mendoza 
Government; ‘both by means of- propa- 
ganda and by giving assistance for better 
hotel accommodation. Two important 
factories for the manufacture of tar- 
taric acid were being erected near their 
company’s lines. Production of alcohol 
within the company’s zone was also 
being extended. 

The report and accounts were unani- 
mously adopted. 


Railway Co. Ltd. 


to compete with diversion of traffic by 
motor lorries from Maynaguri Road 
station. For the same reason tea car 
ried showed a decrease of Rs. 57,249, 
the lowering of the tea rates being re- 
flected in the decrease of the general 
merchandise average rate from 26-67 
pies to 23-06 pies per ton per mile, and 
the carriage of railway material (other 
than coke and coal) and sundry com- 
inodities under the head of ‘‘ All other 
Articles of Merchandise ’’ also showed 
small decreases. Other goods showed 
increases, the principal of which were 
jute Rs. 31,187 and mineral substances 
Rs. 6,605. 

Working expenses were reduced by 
Rs. 74,390, but owing to decreased re- 
ceipts, the percentage to gross earnings 
was a trifle higher, being- 63-52 against 
63-25. 

Many railways found it advantageous 
to have a _ periodical enquiry into 
methods of working, and at the end of 
last year it was considered desirable te 
undertake such an investigation. To 
this end they were fortunate in obtain- 
ing the services of an _ experienced 
officer from another railway, who had 
carried out a similar enquizy; proposals 
made by him_ were being introduced, 
and it was hoped that reduction in 
working expenses, would result. ‘They 
must, however, always bear in mind 
that there were limits to such econo- 
mies, and that in the interests of public 
safety no drastic reductions were pos- 
sible, but that, to the contrary, savings 
which might be effected would, to a 
certain extent, be offset by the addi- 
tional expenditure on locomotive re- 
pairs, replacements, &c., to which 
reference was made at the last meet- 
ing, as becoming imperative in the near 
future. 

The net revenue account, showed, 
after making allowance for Indian in- 
come tax and super tax, aggregate 
earnings of £46,141 1s. 11d., as com- 
pared with £45,544 18s. 4d. last year, 
an increase of £696 3s. 7d., which in 
all the adverse circumstances of com- 
petition and trade conditions was a 
not unsatisfactory result. These earn- 
ings, with the balance brought into the 
account from the previous year, gave a 
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total of £101,251 14s. Id. The pay 
ments of the preference stock dividend 
for the year amounted to £14,400; of 
an interim dividend on the ordinary 
stock £10,000, and provision for British 
income tax £1,500; left an amount of 
£75,351 14s. Id. of which £7,000 had 
been carried to reserve, and they now 
had a balance of £68,351 14s. Id. to ve 
dealt with. From this the board recom- 
mended the payment of a final divi 
dend of 3} per cent. on the ordinary 
stock, making a total distribution for 
the year of 6 per cent., the same as 
for last year, and leaving a balance 
of £54,351 14s. Id. to be carried 
forward 

Last year the Chairman referred to 
an agreement which the company had 
come to, after prolonged negotiations, 
with the tea estates contiguous to its 
lines, which were forwarding consign- 
ments of their produce and of coal, 
«c., by motor vehicles to and from 
Maynaguri Road _ station and_ their 
gardens. It was also pointed out that 
although this agreement meant a reduc 
tion in revenue from that source, it 
had relieved the railway of the inevit 
ably larger reduction which would hav: 
resulted from a continuation of the car 
riage of these goods by motor vehicles 
ind the likelihood of this method of 
transport becoming generally adopted 
Chis agreement with the tea gardens 
has so far worked smoothly and satis 
factorily and, although for the past 
vear goods traffic earnings showed a 
considerable decrease, only a_ portion 
of this decrease was attributable to the 
reductions in rates, the balance being 
directly due to trade conditions. 

As has been stated in preceding years 
competition on the roads by passen 
ver and goods motor vehicles had 
affected earnings in common with othe1 
railways, and to counter this the 
Wedgwood I quiry Committee had re- 
commended that railways should be 
yiven power to develop road transport 
and that existing road services should 
be regulated in various ways, but until 
ir was known what legislation the 
covernment might decide to introduce 
it was premature to anticipate any pos 
sible action by this railway. With 
reference to the flooding during th: 
current year of the Teesta River at 
Domohani, the abnormal and sudden 
change in the volume and flow of the 
river might well have created great 
damage not only to their railway and 
the Domohani bazaar but also to ad 
jacent property, involving heavy ex- 
penditure, had it not been for the very 
prompt and able manner in which the 
engineer-in-charge, Mr. W. H. Gibbs, 
and the staff under his control met the 
emergency. There was now reason to 
hope that the railway lands might 
be safe for at least some floods to 
come. 

It wads estimated that the cost of 
additional protective work would be in 
the region of Rs. 21,000, and it was 
hoped this work will secure their prc 
perty from flood damage for some years. 
The company had been fortunate enough 
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to secure ‘the services of Mr. H. M. 
Read, M.C. District Engineer of the 
Assam Bengal Railway Limited, to fill 
the vacant position of Manager and 
Engineer-in-Chief in India. Mr. Read 
was a gentleman of very considerable 
experience of Indian railway work and 
one whom they felt would ably fill 
the post. He reported for service and 
took over on September 20, 1937. 

The Chairman concluded that he was 
pleased to report that returns showed 
an increase of Rs. 95,692 up to Octo- 
ber 20, 1937, as compared with the 
corresponding period of last year. He 
wished to add the board’s appreciation 
of the efforts generally of the staff in 
all departments in India and of the 
London staff. He then moved ‘‘ That 
the report of the directors and the 
audited statement of accounts for the 
vear ended March 31, 1937, now pre- 
sented, be and they are hereby ap- 
proved, confirmed and adopted.” 

Sir Kay Muir seconded, and the reso- 
lution was carried unanimously. 

The Chairman then moved “ that a 
final dividend of 34 per cent. on the 
ordinary stock of the company for the 
vear ended March 31, 1937, subject to 
income tax, making, with the interim 
dividend of 2} per cent. paid on 
March 24, 1937, a distribution of 6 per 
cent. for the year, be and it is hereby 
declared to be paid to the holders of 
ordinary stock standing on the registers 
of the company on October 28, 1937, 
and that warrants for the dividend 
be issued on November 11, 1937.’’ 

The resolution was seconded by Mr. 
R. Langford James and carried unani- 
mously. 

The re-election of Sir A. K. Muir, 
Bart., the Director retiring by rotation, 
was moved by the Chairman, seconded 
by Mr. J. A. Tassie, and carried unani 
mously. 

The Chairman, in moving the re-elec- 
tion of Lieut.-Col. W. R. Izat, D.S.O., 
R.E., who retired in conformity with 
the terms of Article 90 of the Articles 
of Association, said the directors were 
very gratified that Col. Izat had 
accepted a seat on the board—Col. Izat 
was intimately acquainted with their 
railway as some time ago he was 
acting Manager for a period and his 
great knowledge of Indian Railways 
iffairs was well-known. 

Sir A. Kay Muir, seconding, said Col. 
[zat’s railway experience and know- 
ledge had already been of great assist 
ance to the board, and he regarded him 
as a most valuable member. The re- 
solution was unanimously carried. 

Mr. F. J. Horne moved the re-election 
of Messrs. W. A. Browne & Company 
as auditors of the company for the en- 
suing year at a remuneration of 70 
guineas, and the motion was adopted 
unanimously. 

In conclusion, a hearty vote of 
thanks, proposed by the Chairman and 
seconded by Col. W. R. Izat, was then 
accorded to the company’s agents in 
Calcutta, and to the Manager and his 
staff in India. 
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Railway and Other Reports 


Argentine North Eastern Railway, 
—Gross receipts in the year ended 
June 30, 1937, amounted to £659,965, 
an increase of £58,086, or 9-7 per cent.. 
in comparison with the previous vear 
Working expenses were £467,324. an 
increase of £21,016, or 4-7 per cent. 
and the operating ratio improved from 
74-15 per cent. to 70-81 per cent., 
leaving net receipts, £37,069 higher at 
£192,642. From the net receipts have 
to be deducted £59,742 (against £53,441 
for exchange losses and_ differences, 
leaving a balance of £132,899 compared 
with £102,131. The debit balance after 
charging, but not paying, the interest 
on the B debentures and B debenture 
stock, on which there is a moratorium 
is £19,200, which raises the total debit 
carried forward to £248,649. Interest 
on the 5} per cent. debenture stock and 
on the 5 per cent. A debenture stock 
and debentures, amounting together to 
£65,427, has been duly paid. Phe 
increase’ in gross receipts was du 
principally to improved traffic in pas 
sengers, fruit, yerba, rice, and general 
goods. The Government has intervened 
in the labour troubles which have con 
tinued since October 28, and it is hoped 
that the strike will be ended in the near 
future 


Samuel Osborn & Co. Ltd. —\fte: 
making full provision for pensions and 
contingencies, depreciation, bad and 
doubtful debts, and tax, the balance of 
profit for the year ended July 31 
amounted to £60,153, against £39,763 
for 1935-36. A final dividend ts recom- 
mended of 12) per cent., making 15 per 
cent. for the year (against 12} per cent.), 
£15,000 (against nil) is placed to a divi- 
dend reserve account, and the sum of 
£41,339 is to be carried forward as 
against £36,455 brought in. 

John I. Thornycroft & Co. Ltd. 
Net profits for the year ended July 31 
last amounted to £109,423, an increas 
of £69,182 on the previous year. A 
credit balance is brought in this time of 
£6,777, against a debit balance of 
£33,463 a year ago. It is proposed to 
pay this month 18 per cent. on the 
6 per cent. cumulative preference shares, 
being the dividend accrued to June 30, 
1934, and also to pay next March a 
further 18 per cent. on these shares, 
being the dividend accrued to June 30, 
1937. These payments require £72,000, 
and leave £44,200 to be carried forward 








Forthcoming Meetings 


Nov. 18 (Thurs.)—Peruvian Corporation 
Limited (Annual General), River 
Plate House, Finsbury Circus, E.C 
at noon. 

Nov. 18 (Thurs.).—-Entre Rios Railways 
Co. Ltd. (Ordinary General), River 
Plate House, Finsbury Circus, E.C 
at 2.30 p.m. 

Nov. 26(Fri.).—Argentine North Eastern 
Railway Co. Ltd. (Ordinary General), 
River Plate House, Finsbury Circus, 
E.C., at 2.30 p.m 
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Collision on the Nord.—A_ pas- 
senger train ran into a stationary goods 
train on a siding outside Creil station, 
30 miles north of Paris, on Sunday last 
during fog. An engine driver was 
killed and four railway workers injured | 

Aeroplane Blocks Marylebone- 
Manchester Main Line.—An R.A.F. 
aeroplane descended on to the main 
L.N.E.R. Marylebone—Manchester line 
between Charwelton and Woodford on 
November 5. The up and down lines 
were obstructed and the train service 
was considerably delayed. 


New Halt for Mickleton.—A new 
halt at Mickleton, between Campden 
and Honeybourne, on the Oxford 
Worcester line, was opened by the 
G.W.R. on Monday last, November 8. 
[here are six services in each direction 
on weekdays with an additional service 
on Saturdays. Cheap bookings are 
being given to places in the surrounding 
districts. 

Minister of Communications in 
India.—On November 8, Sir Thomas 
Stewart assumed office as the first 
Minister of Communications in India, 
his initial official duty being to inaugu- 
rate the new bi-weekly air service 
between Delhi and Bombay. The 
creation of a portfolio for communica- 
tions has been foreshadowed on more 
than one occasion in our Overseas 
columns. 


Armistice Day.—L.M.S.R. locomo- 
tives leaving Euston on November 11 
decorated with poppies, and a 
wreath of the flowers was affixed to the 
locomotive drawing the Royal Scot by 
Lady Fraser, wife of Captain Sir Ian 
Fraser, head of St. Dunstan’s. On the 
Southern Railway, the war-memorial 
locomotive No. 2333, Remembrance, was 


were 


on view at Waterloo station, and the 
customary observances were held at 
other London termini. 

Rebuilding Wirral Stations, 


L.M.S.R.—In preparation for electri- 
fied services, the L.M.S.R. is rebuilding 
the Wirral line stations at Hoylake, 
Meols, and West Kirby. At Hoylake 
the old buildings have been demolished 
on both platforms, and a new concrete 


structure and concrete footbridge 
erected. New buildings are replacing 


the former wooden ones at Meols ; and 
at West Kirby a glass roof is being 
provided over the main platform. 


L.N.E.R. Travelling Shooting 
Box .—The large touring camping coach 


of the L.N.E.R. was put to an unusual 
use last weekend when it was hired by 
a shooting party to convey themselves, 
their servants, their guns and equip- 
ment, and food, from Newcastle to a 
shoot situated on the Yorkshire moors 
between Levisham and _ Goathland. 
During the weekend's shoot the party 
lived in the camping coach, and at the 
of the shoot travelled back in 
it to Newcastle. This is the first occa- 
sion on which the coach has been so 
used. 


close 
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NOTES AND NEWS 


General Strike on Bolivian Rail- 
way.—lIt is learned from La _ Paz, 
Bolivia, that the personnel of the 
Bolivian Railway Company has declared 
a general strike, as from November 5, 
in view of the company’s refusal to 
grant higher wages. The Government 
is attempting mediation, states a Reuters 
message from Buenos Aires. 

Through Traffic Resumed Be- 
tween France and Northern Spain. 
—Through railway traffic between 
France and North-western Spain has 
been resumed after being suspended for 
a year. The occasion was marked by a 
ceremony attended by representatives 
of the two countries at Irun station, the 
Spanish frontier station. The first train 
to cross the frontier was the Sud express 
from Paris to Lisbon. 


South African Station Names on 
Roofs.—To help airmen, a total length 
of nearly 6,000 miles of the South African 
Railways is to have the names of the 
stations painted on the roofs in large 
letters of a standardised size, says a 
Reuters message from Cape Town. A 
special paint mixture which will stand 


weathering has been chosen and so 
far 145 towns and halts have been 


treated. The length involved represents 
nearly half the mileage under the 


control of the administration, and 
includes not only the Union itself but 
also South-West Africa. 
Delhi-Bombay Air Mail Service 
Opened.—The Delhi-Bombay air mail 
service was opened on November 8 by 
Sir Thomas Stewart, who made his first 
official appearance as Member of the 
newly-formed Department for Com- 
munications, which came into being on 
the same date. The first aeroplane 
carried 3,500 letters, including special 
messages from the Viceroy, Lord Lin- 
lithgow, to the Rulers of Gwalior, 


Bhopal, Indore, and the Governor of 
Bombay. <A bi-weekly mail and pas- 
senger service will be operated, the 


flight lasting 74 hr., with brief halts 


at Gwalior, Bhopal, and Indore. 


Improvement of King’s Lynn Sta- 
tion, L.N.E.R.—The L.N.E.R. an- 
nounces that work on a comprehensive 
scheme of improvement and modernisa- 
tion of King’s Lynn station will begin 
at once. In the booking hall and con- 
course additional space will be made 
available and an entirely new booking 
office provided, with a modern glazed 
front and illuminated signs at each of 
three booking windows, which will be 
of the modern open type. The book- 
stall is to be moved, a new refreshment 
room built, and the ladies’ and gentle- 
men’s rooms redecorated and refur- 
nished in a tasteful modern style. The 
electric lighting in the station buildings 
and on the platforms will be brought 
up to present-day standards, and a new 
train indicator of the latest type will be 
provided in a prominent and convenient 
position. All the signs on the station 
will be superseded by illuminated box 
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indicators. The adoption of this scheme 
of improvement has been facilitated by 
the recent agreement between the 
L.N.E.R. and L.M.S.R., whereby the 
former undertook the management of 
the Midland & Great Northern Joint 
Railway whose trains run into King’s 
Lynn station, L.N.E.R. 

Institution of Railway Signal 
Engineers.—At a meeting m London 
on November 10, Mr. F. Horler, Member 
of Council, read a paper entitled ‘‘ The 
Human Element.” In the discussion 
the following spoke: Messrs. H. H. 
Dyer, G. H. Crook, J. H. Fraser, W. S. 
Roberts, P. Whysall, W. R. Jones, 
B. Wagenrieder, L. J. M. Knotts, and 
the President, Mr. H. M. Proud. The 
next meeting will be on December 8 
with a paper on “ Relay Interlocking,’’ 


by Mr. A. J. Golding, Member. 
Railway Link with Industrial 


Estate.—The L.N.E.R. announces that, 
by arrangement with the Doncaster 
Corporation, it will double the length 
of the branch line connecting the Wheat- 
ley estate with its main line at Don- 


caster. The branch serving this indus- 
trial area, which lies immediately to 


the north of Doncaster, is at present 
approximately a mile in length. Further 
development is taking place on the 
remaining portion of the estate and to 
serve this a further mile of railway 
track is to be laid down. 

Improved Railway Connections 
Suggested.—At the Railway Club’s 
monthly meeting on November 4, Mr. 
V. S. Haram read a paper entitled 
‘Some Suggested Economies and Pas- 
senger Train Services on the L.M.S.R.” 
Mr. Haram outlined schemes to connect 
Watford with Luton and Luton with 
the Birmingham district, including im- 
proved connections at Hemel Hemp- 
stead, Bedford, and Northampton. Im- 
proved services for Buxton and Skipton 
were also suggested, and suggested im- 
provements were described at Victoria 
Park to enable L.N.E.R. Fenchurch 
Street trains to use Broad Street; at 
Peterborough, abolishing the East sta- 
tion and enabling Midland Division 
local stations to be served by L.N.E.R. 
trains ; at Stamford, closing the 
L.N.E.R. station and using the existing 
branch to the L.M.S.R. station; and 
similarly at Nottingham, Mickle Traf- 
ford, Macclesfield, Appleby, and 
Worcester. Mr. Haram illustrated his 
remarks with diagrams. 


First Air-Conditioned Train in 
India.—tThe first air-conditioned train, 
with Sir Guthrie Russell, Chief Commis- 
sioner of Railways, and a party of 
officials and journalists as passengers, 
made its inaugural run on October 31 
from Delhi to Agra and back. The 
five coaches of the train have been built 
at Matunga workshops, G.I.P.R., Bom- 
bay. They have a constant temperature 
of 72°, with 55 per cent. humidity, and 
the air changes completely every four 


minutes. One of the new coaches is to 
be attached daily to the Bombay- 
Calcutta and Calcutta-Bombay mail 


trains. Passengers using this coach wil, 
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pay a supplementary charge equivalent 
to Is. 6d. for every 60 miles. Each 
coach will accommodate 14 first class 
passengers in two-berth compartments, 
and will be remarkably free from noise 
and dust. 

The Cordoba Central Railway : 
Terms of Employment of Staff 
Under Government.—tThe Presiden- 
tial Decree, authorising the taking-over 
of the British-owned Cordoba Central 
Railway for operation by the Argentine 
Government for one year, lays it down 
that the staff of the railway shall have 
the same salaries and conditions of work 
as are in force on the State Railways, 
states a Reuters message from Buenos 
Aires. 

Southern Railway Supervisors’ 
Association.—The 19th annual dinner 
of this association was held in London 
on October 26, under the chairmanship 
of Mr. G. S. Szlumper, the General 
Manager. Mr. E. J. Missenden proposed 
the toast of the association, which was 
replied to by the President, Mr. E. C. 
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the Southern Railway and its General 
Manager was proposed by Mr. R. Peter, 
and in replying, Mr. Szlumper gave 
some interesting figures as to electrifica- 
tion, which are published in this week’s 
issue of our Electric Railway Traction 
Supplement. He also mentioned that the 
company was spending well over half a 
million pounds in carriage cleaning 
depots and inspection sheds, and that it 
had been decided to instal colour-light 
signalling at Victoria. 


Trans-Canada Air Lines.—-It has 
been announced by Mr. S. J. Hunger- 
ford, who holds the dual position of 
President of Trans-Canada Air Lines 
and Chairman and President of the 
Canadian National Railways, that the 
Vancouver-Seattle air mail and passen- 
ger service, heretofore operated by the 
Canadian Airways Limited, has been 
taken over by the Trans-Canada Air 
Lines. Daily service will be main- 
tained, providing at Seattle connection 
for the eastbound planes operating 
south of the Canadian border for 























Cox, Mr. Missenden’s predecessor in the Chicago, Detroit, Philadelphia, and 
office of Traffic Manager. The toast of New York. 
British and Irish | T rattic Returns 
sasibaineiidtiabiteddatbaibiiiacaima sade ‘oa " sta es si — ; dea 
} lotals for 44th Week Totals to Date 
GREAT BRITAIN | | ae 
| | 
|} 1937 | 1936 =| Inc. or Dec = Bp 1937 1936 Inc. or Dec. 
ge) eas Peel | ae 5 Lt 
! 
L.M.S.R. (6,868} mls.) £ £ tM £ £ £ 

Passenger-train traffic 420,000 405,000 | + 15, 000 | 23, 209,000 22,309,000 |+ 900,000 
Merchandise, &c. 542,000 523,000 | + 19,000 21 766,000 21,101,000 |+ 665,000 
Coal and coke 268,000 259,000 9,000 | 11,153,000 10,511,000 | 4. 642, ,000 

Goods-train traffic 810,000 782,000 |+ 28,000 | 32,919,000 | 31,612,000 ean 307, 000 

Total Feceipts | ,230,000 | 1,187,000 |+ 43,000 | 56,128,000 | 53,921,000 +2'207,000 

-— _ - | _— — | — - — ee - — 
L. N, E. . (6,315 mls. | 

Passe — r-train traffic 292.000 278,000 |4+ 14,000 | 15,195,000 | 14,523,000 672,000 
Merchandise, &« 367,000 354,000 | 13,000 | 14,948,000 | 14,423,000 525,000 
Coal and coke 251,000 | 244,000 |-4 7,000 | 10,885,000 | 10,196,000 689,000 

Goods-train tra ffx 618,000 598,000 |+ 20,000 | 25,833,000 | 24,619,000 | + 1,214,000 

sate il receipts 910,000 876,000 + 34,000 | 41,028,000 | 39,142,000 |+ 1,886,000 

: a | | | i ‘ ; ns Re 
G.W.R. (3,738} mls. | 

Passenger- yaa traffic.. 175,000 | 176,000 1,000 9,751,000 9,482,000 }+ 269,000 
Merchandise, &c. 214,000 | 209,000 5,000 | 8,853,000 8,481,000 |+ 372,000 
Coal and Coke 120,000 | 111,000 9,000 | 4,900,000 4,395,000 Be 505,000 

Goods-train traffic 334,000 | 320,000 14,000 13, 753, 000 | 12,876,000 | 877,000 

Tot al rece ipts 509,000 | 496,000 13,000 ut be 23° 504,000 | 22,358,000 | + 1,146,000 

S. R. (2, 157 mis. 

Passenger-train tratti: 266,000 | 257,000 | 4 9,000 11 4,523,000 | 13,816,000 707,000 
Merchandise, &« 57,000 | 57,000 | 2,755,000 2,799,500 44,500 
Coal and coke 25,000 | 27,000 2,000 1,308,000 1,340,500 |- 32,500 

Goods-train traffic ‘ 82,000 | 84,000 2,000 4,063,000 4,140,000 77,000 

Total rece ipts .| 348,000 341,000 7,000 | 18,586,600 | 17,956,000 630,000 
; ee ta Sees avai ER meres : ea 

L iverpool Overhead 1,279 | 1,170 }|+4 109 8 52,661 4,697 
(64 mls.) | 

Mersey (44 mls.) 4,316 | 4,204 112 184,458 179,173 | + 5,285 

Lenten Passenger | | 
Transport Board 570,400 | 574,200 |— 3,800 | 10,691,400 | 10,648,400 43,000 

IRELAND | 

tBelfast & C.D pass. 1,850 1,870 20 116,613 117,384 1,371 

(80 mils.) | | 
- goods 447 | 512 |- 65 | 21,184 23,920 |- 2,736 
me total 2,297 | 2,382 |- 85 137,197 141,304 |- 4,107 

Great Northern pass. 9,700 9,900 | 200 499,600 485,050 14,550 

(543 mls.) 
goods 10,750 10,300 | 450 | Mees 430,900 | — 14,750 
total 20,450 20,200 250 915,7 915,950 200 

















Great Southern _ pass. 32,539 30,802 |- 1,640,763 1,622,415 |+ 18,348 
(2,076 mls.) | | 

goods 56,559 57,548 |— 989 | 1,842,571 1,874,215 |- 31,644 

total 89,098 88,350 | 4- 748 | 3,483,334 | 3,496,630 |— 13,296 





* 19th Week (before pooling) 


t 





+ 45th Week 


British and 
Stocks 


Pri 
a ae 
to - ee on 
Stocks mS Z Be Nov 
a i 10, 
1937 
G.W.R. 
Cons. Ord. 6414 | 451q | 625, 
5% Con. Prefce. 261g 11634 |118 
5% Red. Pref.(1950)|113 1081p (11012 
40. Deb. ~11912 |11012 |108 
44% Deb... 121 [114 
4}°2 Deb... ... 129 121 11712 
5% Deb. ... ‘141 [1834/1289 
24% Deb.... | 291g | 74 6912 
5% Rt. Charge . 13612 (130 12712 
5% Cons. Guar, .../1351q [12734 (125 
L.M.S.R. 
Ord. ; ...| 305g 17 2934 
4% Prefce. (1923) 83 5212 | 73 
4°, Prefce. 923, | 81 83 
Fg ow on f. (1985) 10914 (1031, (106 
4% Det ~ 11154 |10593¢ |10412 
5% Red. ‘De b.(1952 )1195g 11512 [11312 
402 Guar. . 10634 '1015g (10012 
L.N.E.R. 
5% Pref. Ord. 14 9 812 
Def. Ord. ... es 714 434 | 414 
4% First Prefce. 7914 | 5514 | 69 
4%, Second Prefce. 317g 1814 | 271lo 
5% Red. Pref.(1955) 10012 | 7734 | 9912 
4% First Guar. ....10412 | 9834 9512 
4% Second Guar. | 99 90 89 
3% Deb. ... . 8554 | 79 7712 
4% Deb.... ... 10954 10412 (10212 
5° Red.Deb.(1947) 11614 11012 11012 
44% Sinking Fund |1111!2 10712 (108 
Red. Deb 
SOUTHERN 
Pref, Ord.... 9834 | 8212 86l» 
Def. Ord. | 275g 201g 1934 
5% Pref. 12034 (11812 115 
5%Red. Pref.(1964) 11934 (1151, 1131. 
5% Guar. Prefce. (136 12919 (125 
5% Red.Guar. Pref. |120 1153, 114 
(1957) 
4% Deb. ... L173yg |10912 (107 
5° ” De »b. ... 140 134 1271 
4% Red. Deb, 11612 110 10612 
1962-67 
Berrast & C.D. 
Ord. 9 4lo 41> 
FortH BRIDGE 
4% Deb. ... . 107 105 1021 
4% Guar. 107538 104 10012 
G. NORTHERN 
(IRELAND) 
Ord. aoe 191lo 934 6 
G. SOUTHERN | 
(IRELAND) 
Ord, ae 63 41 27 
Prefce. 65 46 39 
Guar. 9714, 81 701. 
Deb. 9954 8314 86 
L.P.T.B. 
44% “A” 12734 [121 11612 
$% “A” ../1381g [13312 12612 
44% “T.F.A.” .... 11112 |10812 106 
5% “B” .-e/1315q (12354 11912 
pi ies 11212 | 93 80 


MERSEY 


Ord. 


4% Perp. Deb, 
3% Perp. Deb. 


3% Perp. Prefce. 


November 12, 
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ABSTRACTS OF RECENT PATENTS* 


No. 464,960. Motor-driven Trucks 


sesleyr System, of 4053, Harlan 
Siveet, Emeryville, California, U.S.A. 
Vay 1, 1936.) 
‘or trains having a _ reciprocating 
driving engine on each vehicle it is 
proposed by the present invention to 
reduce the amount of unsprung weight 
by supporting the engine 23 and driven 

les 9 on longitudinal journal arms 12, 





springs, where it is 
equalise spring tensions. 

The pivoted journal arms 12 adjacent 
their upper outer ends are also provided 
with the parallel guide plate 2! 
arranged in vertical planes for engage 
ment with similar wear plates on the 
guide flanges 22 of the truck frame. In 
order to allow for slight twisting or 
lateral movement of the journal arm 
which pivots on a spherical self-align 


necessary to 








—_ 
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- 31-30 36 34-2532 
vhich are pivotally mounted on a shaft 
13 rigidly connected to the truck frame 
1. A cushioning spring 19 is inter- 
posed between the journal arms and 
frame, whilst the engine 23 is mounted 
in a manner such that its cylinder axes 
are in the plane containing the axis of 
the driven axle 9. 

In the truck illustrated, the axles 9 
provided with wheels 10 are journalled 
in spherical self-aligning roller bearings 
11 which latter are carried by the longi- 
tudinal journal arms 12. These journal 
ims are also provided with suitable 
bearings 13 in their inboard ends for 
pivotally supporting the arms from the 
fixed transverse shafts or members 14. 
Each shaft 14 is rigidly secured in the 
truck frame by suitable caps or 
brackets bolted to the frame. 

The outboard ends of the journal 
irms 12 are provided with recesses 17 
in vertical alignment with similar re- 
cesses 18 in the frame end members 3. 
Coil springs 19 are positioned in and 
between. the recesses 17 and 18 for 
resiliently supporting and transmitting 
the weight of the truck frame to the 
journal arms. Liners or shims 20 may 
be inserted in the recesses 17 under the 


oy +++ 








23 


ing bearing 16, it is preferable to omit 
the use of confining guide plates 21 on 
the outboard end of such arm. The 
use of guide plates 21 for one journal 
arm for each axle limits transverse 
movement of the wheels and axle with 
respect to the truck frame, but allows 
the journal arm to pivot freely about 
the supporting shaft 14 in a vertical 


plane. Each journal arm may also 
have upstanding flanges carrying a 
Db 5 


horizontal bolt 44 for limiting excessive 
downward movement of arm with re 
spect to truck frame guide flanges 22. 

It is stated that this pivotal axle 
mounting gives excellent running char- 
acteristics to the truck. By its use, 
journal box slap and vibration are 
effectively reduced. The use of the 
self-aligning bearings and a journal arm 
for each wheel permits desirable flexi- 
bility of individual wheel and axle 
movement, and also serves to effec- 
tively prevent excessive torsional 
stresses from being transmitted to the 
truck frame. 

The engines, or motors, for driving 
the truck are positioned outboard of 
the truck wheels, as distinguished from 
heing located between the wheels. 


* These abridgments of recently published specifications are specially compiled for THE 


RatLway GAZETTE by permission of the Controller of His Majesty’s Stationery Offce. 


Group 


abridgments can be obtained from the Patent Office, 25, Southampton Buildings, London, W.C.2, 
either sheet by sheet as issued, on payment of a subscription of 5s. a group volume, or in bound 
volumes, price 23. each, and the full specifications can be obtained from the same address price Is. 
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The engines may be conveniently 
operated with steam pressure, generated 
in a boiler that is carried on the 
vehicle, suitable flexible connections 
and conduits being provided to convey 
the steam from the boiler to the truck. 
Other types of expansible chamber 
engines, such as those operated by the 
combustion of gascline or oils at high 
or low operating  pressures,, may 
obviously be substituted for the steam 
engines shown in the _ drawings.- 
(Accepted April 28, 1937.) 


No. 465,057. Vacuum Brakes 


Westinghouse Brake aud Signal Co. 


Lid., 82, York Road, King’s Cross, 
London, N.1. (October 29, 1935.) 


According to this invention. the 
vacuum braking apparatus on a railway 
train is controlled to vary its action 
automatically with the speed of the 
train by the provision of one or more 
vacuum brake cylinders 6 in addition 
to the ordinary brake cylinders 3, 
which additional brake cylinders con- 
trol the application of the brakes and 
ire controlled automaticaliy in accor 
dance with the speed. 

Che additional brake cylinder 6 has 
a lower chamber 7.in communication 
with the brake pipe 1 through pipes 
8 and 9. 

A control pipe 10 is also provided 
extending throughout the train, the 
pressure in this control pipe being 
arranged to effect or control the opera- 
tion of a control valve device 11 pro 
vided for each additional brake cylin- 
der 6. A valve 12 controls communi- 
cation between a pipe 13 leading to 
the upper chamber 14 of the additional 
brake cylinder 6 and a port 15 leading 
to the atmosphere. 

The pressure in the control pipe 10 
is arranged to be adjusted automati- 
cally in accordance with the speed of 





—>{—— 
0 





the train by any suitable mechanism, 
not shown, and the operation of the 
apparatus is as follows :— 

Under release conditions the. lower 
and upper chambers of the ordinary 
and additional brake cylinders 3 and 6 
are maintained at the normal vacuum 
owing to their communication with the 
brake pipe 1. The pressure obtaining 
in the control pipe 10 is also a normal 
pressure such as to cause the control 
valve device 11 of each additional brake 
cylinder 14 to cut off communication 
between the upper chamber 14 of this 
brake cylinder and the atmosphere. 

When a braking application is 
effected by the admission of air to the 
brake pipe 1 in the usual manner the 
pressure in the control pipe 10 is 
automatically varied by means of a 
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centrifugal device in accordance with 
the speed of the train and assuming 
that this speed is relatively high when 
the brakes are first applied, the pres- 
sure in the control pipe 10 will be 
maintained at such a value as to retain 
the valve 12 of the control valve device 
11 closed. Under these conditions the 
additional) brake cylinder 6 will be 
operated in the same manner as the 
ordinary brake cylinder 3 and _ will 
exert its correspondingly full braking 
action. 

As the speed of the train is reduced 
the pressure obtaining in the control 
pipe 10 is automaticaily varied from 
its original value so as to effect the 
operation of the control valve device 11 
to establish communication between 
the pipe 13 and the atmospheric port 
15 so as to reduce the vacuum obtain- 
ing in the upper chamber 14 of the 
brake cylinder 6 to an extent depen- 
dent upon the reduced speed of the 
train. The braking action effected by 
the additional brake cylinder 6 will 
thus be correspondingly reduced and 
eventually when the pressure obtaining 
in the control pipe 10 has attained a 
value corresponding to a predetermined 
low speed of the train, the additional 
brake cylinder 6 will be rendered in 
operative so that the braking action 
will be that due to the ordinary cylin 
der 3 only.—(Accepted April 29, 1937.) 


No. 464,780. Vacuum Brakes 


Westinghouse Brake and Signal Co. 
Ltd. of 32, York Road, King’s Cross, 
London. (Oct. 24, 1935) 

With this invention all the brakes of 
«a train when operated from any one of 
a number of desired points, are 
ipplied simultaneously and __ their 
iction is further controlled in accord 
ance with the retardation § effected. 
rhis result is attained by providing a 
communication (pipes 18, 19) between 
the lower chamber 15 of the brake 
cylinder 11 and the brake pipe 1 or 
the atmosphere, which communication 
is arranged to be electrically controlled 
(by means of solenoids 13, 14) from the 
control point (by controller 3) so as to 
effect the application and release of 
the brakes while communication (pipe 
16) between the upper chamber 23 of 
the brake cylinder 11 and the atmos 
phere (through port 17) is arranged to 
be automatically controlled in accord 
ince with the retardation effected duc 
to the braking action by means of a 
pendulum arm 34 which when _ the 
train is retarded wipes successively 
over contacts 35, 40, 41. 

When the electric brake controller 3 
is in its release position the coil 49 of 
the interlock valve 46 is energised 
through the supply and interlock con 
tacts 27, 28 of the controller 3, the 
interlock train wire 8 at the locomo- 
tive end being also energised although 
the circuit of this train wire is in 
terrupted at each of the holding valve 
contacts 50. 

The holding train wire 5 and the 
application train wire 4 are both ener 
gised so that the lower chamber 15 
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of each brake cylinder 11 is in com- 
munication with the brake pipe 1 
through the pipes 16, 18, 22 and 19 
and the de-energised holding valve 10 
and is cut off from the atmosphere at 
the de-energised application valve 9. 
Since the pendulum arm 34 of the re 
tardation controller 33 is in engage- 
ment with its normal fixed contact 35 
the first and second contactor devices 
38, 39 are energised and the blow- 
down train wire 7 is consequently 
energised from the supply train wire 
6 through the closed contacts 45 of 
the second contactor device 39. The 
blow-down valve 20 at each _ brake 
cylinder 11 is thus energised and com- 
munication between the upper chamber 
23 of the brake cylinder and _ the 
atmosphere is consequently cut off. 
Under these conditions the upper 
and lower chambers 23, 15 of each 
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brake cylinder 11 are maintained at 
the vacuum obtaining in the brake 
pipe 1 and the brakes are thus fully 
released. 

In order to effect an application of 
the brakes the controller 3 is moved 
to its application position in which 
the interlock train wire 8 at the loco- 
motive end is de-energised at the inter- 
lock contact 28 of the controller 3 
while the application train wire 4 is 
energised through the supply and 
application contacts 27, 30 and the 
closed contacts 44 of the contactor 
device 38. 

The energisation of the application 
train wire 4 effects the energisation 
of the coil 12 of each application valve 
9 which thereupon establishes on each 
vehicle communication between the 
lower chamber 15 of the brake cylinder 
11 and the atmosphere through the 
pipe 16 and port 17, thus applying the 
brakes simultaneously throughout the 
train. Each holding valve 10 is also 
energised since its coil 13 is energised 
in series with the coil 12 of the appli- 
cation valve 9 and communication be- 
tween the brake pipe 1 and the lower 
chamber 15 of the brake cylinder 11 
through the pipes 19 and 22 is thus 
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cut off at the holding valve 20 
that the vacuum in the brake pi; 
is maintained. 

The energisation of the coil 13 
the holding valve 10 completes the ci 
cuit of the interlock train wir 
throughout the train at the cont: 
50 and this train wire is thus ener 
gised from the supply train wir 
through the coupling 52 at the r 
end of the train. The interlock val 
46 is thus maintained _ energi: 
through the resistance 32 which is 
such a value as to enable the inter 
lock valve to be retained energised by 
the current supplied through the 
interlock train wire 8 although this 
current is insufficient directly to move 
the interlock valve 46 to its energised 
position. 

When the desired degree of braking 
has been obtained the brake controlle: 
& may be moved to its holding position 
in which the application train wire 4 
is de-energised thus de-energising each 
application valve 9 which accordingly 
cuts off communication between the 
lower chamber 15 of each brake 
cylinder 11 and the atmosphere 
through the port 17. In this position 
of the controller 3 the holding train 
wire 5 is energised through the supply 
and holding contacts 27, 29 so that 
although the coil 13 of the holding 
valve 10 connected in series with the 
coil 12 of the application valve 9 is 
de-energised, the other coil 14 of the 
holding valve 10 is energised, and this 
valve consequently still cuts off com 
munication between the brake pipe | 
and the lower chamber 15 of the brake 
cylinder 11. The brakes are thus held 
applied with the braking pressure 
originally effected. 

During the time the brake controller 
3 is in its application position so that 
the application train wire 4 is ener 
vised, the retardation of the train due 
to the braking action will, if the retar 
dation exceeds a predetermined value, 
cause the pendulum arm 34 of the 
retardation controller 33 to move out 
of engagement with the normal retar 
dation contact 35 and to engage with 
the first retardation contact 40, there 
by causing the coil 36 of the first con- 
tactor device 38 to be de-energised and 
the coil 37 of the second contactor 
device 39 to remain energised through 
the contact 40 and the resistance 42 

The de-energisation of the first con 
tactor device 38 causes the application 
contact 30 of the controller 3 to be 
disconnected from the application 
train wire 4 at the contacts 44 and the 
application contact 30 to be connected 
to the holding train wire 5 at the con 
tacts 43 so that each of the appli 
cation valves 9 is de-energised whil: 
each of the holding valves 10 is re 
tained energised. Any further increase 
in, the braking pressure is thus arrested 
and the brakes are held applied as 
above described in connection with the 
holding position of the brake controller 
3 


In the event of the retardation con 
tinuing to increase under these con 
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ditions the pendulum arm 34 of the 
retardation controller 33 will be 
further displaced so as to move out 
of engagement with the first retar- 
dation contact 40 and into engagement 
with the second retardation contact 41 
whereupon the second contactor device 
39 will also be de-energised thus dis 


connecting the supply train wire 6 
from the blow-down train wire 7 at 
th contacts 45. The blow-down 


valves 20 throughout the train will 
consequently be de-energised and will 
cut off communication between the 
pipes 16 and 18, and thus between the 
lower chamber 15 of each brake 
ylinder 11 and the brake pipe 1 and 
establish communication between the 
upper chamber 23 and the atmosphere 
through the pipe 24 and port 25. 

[he brakes will thus be caused to 
long as the blow-down 
valves 20:are de-energised and in the 
event of the retardation being thereby 
sufficiently reduced the pendulum arm 
34 of the retardation controller 33 will 
return to engagement with the first. re 
tardation contact 40 thus re-energising 
the blow-down train wire 7 and the 
blow-down valve 20 to _ prevent 
further reduction in the braking action. 

In order to prevent an excessive re- 
duction in the braking action due to 
the vacuum in the upper chambers 23 
of the brake cylinders 11 being com 
pletely destroyed by the admission of 
itmospheric air, in the event of the 
blow-down valves 20 becoming de 
energised as above described, the 
itmospheric port 25 of each blow-down 
valve 20 may be provided with a suit 
able limiting valve (not shown) adapted 
to retain under all conditions a_ pre 
determined degree of vacuum in the 
upper chamber 23 of the brake 
vlinder, this limiting valve auto 
matically closing when the vacuum in 
the upper chamber 23 has, by the 
action of the blow-down valve 20 been 
reduced to a predetermined value. 


release sO 


No. 465,088. Shoe Type Current 
Collector 
G. F. Sinclair, of 3, Bridgewatei 


Court, Bridgewater Road, Surrey, Mid- 


dlesex and London Passenger Trans 
port Board. (July 24, 1936.) 
A shoe type current collector for 


electrically driven vehicles is formed 
with a readily replaceable part 12 of 
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carbon which comes into direct contact 
with an overhead wire and a_ holder 
11 having upstanding flanges 14 serv- 
ing to protect the block 12 from impact 
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of the fittings of the overhead wire.- 
(Accepted April 30, 1937.) 


No. 464,973. Axle to Dynamo Drive 
for Railway Carriages 
L’Eclaivage des 
(Convention France. 


Vehicules sur Rail 


July 1, 1935.) 
Air conditioning of trains appears to 
be drawing the attention of French 
Railway Engineers, for in this invention 
t new method is proposed of driving 
an electrical generator having sufficient 
power for this purpose. As pointed out 
by the inventors, the usual known 
methods of driving dynamos from the 
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that 


unsuitable in 
they are heavy, complicated and _ re- 


carriage axles are 


necessitate special 
fitted to 


quire gearing and 
mountings which cannot be 
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without modifying parts 
of the bogies. According to this inven- 
tion a light, simple, compact drive is 
proposed which is readily attachable to 
existing vehicles without modification. 
The dynamo 1, is hingedly supported 
on a pin 2 secured to the carriage 
whilst the drive from the carriage axle 
is effected by a belt 14 driving an inter- 
mediate pulley 13 and a belt 11 on 
pulleys 10 and 12 respectively connected 
to the intermediate pulley shaft 9 and 
the dynamo shaft. The intermediate 
pulley shaft 9 is hingedly mounted on 
the dynamo casing by lugs 5 and 
spindle 6 so that the weight of the 
dynamo tensions both of the belts 11, 
14 simultaneously.—(Accepted April 28, 
1937.) 


all carriages 








COMPLETE SPECIFICATIONS 
ACCEPTED 


464,151. White, Jj. W., and Lowe, 
C. S. Devices for controlling wagons and 
the like on railways and the like. 

464,363. Peters & Co. Ltd., G. D., 
and Blackwhaw, J. E. Automatic 
couplings for railway vehicles. 

461,238. Locomotive Firebox Company. 
Fireboxes of locomotive-type boilers. 

464,379. V. R. L. Compagnie Inter- 
nationale d’Exploitation des Inventions 
Liechty pour Vehicules sur Rails. Bogies 
for railway vehicles. 


464,251. British Thomson-Houston Co. 
Ltd. Turbine drives for locomotives and 
the like. 

464,547. Fairbrother, H. (Ryerson & 


Haynes, Inc.). Vehicle jacking structure. 
464,570. Swan, J. G. Variable-speed 

gears especially suitable for motor 

vehicles, locomotives, and the like. 


464,716. Elmquist, K. G. T.  Tele- 
control systems. 
464,780. Kershaw, A. G., Simmons, 


\. W., and Westinghouse Brake & Signal 


Co. Ltd. Vacuum-braking apparatus. 
464,796. Westinghouse Brake & Signal 
Co. Ltd. Apparatus for charging electric 
storage batteries. 
464,849. Milne, J. S. Optical ap- 


pliance for use on all motor vehicles’ 
identification numbers, train name-plates, 
advertising signs, notices, and the like. 
464,960. Dehn, F. B. (Besler Systems). 
Motor-driven railway undercarriage trucks. 
464,961. Soc. Anon. des Hauts-Four- 
Neaux de la Chiers. Devices for harden- 
ing rails. 
464,973. 
Rail. Driving of 
and like vehicles. 
465,006. Riley, P. Hydraulic slack-ad- 
justing means, for use, for example, with 
valve-operating mechanism. 


Vehicules sur 
railway 


Eclairage des 
dynamos for 








LARGE INCREASE IN Export OF LOCo- 


MOTIVE PARTS TO ARGENTINA.—Owing 
to the limitation placed upon loco- 
motive renewals in Argentina during 


the recent years of depression, British- 
owned railways in that country have 
now been faced with the urgent necessity 
for greatly increased heavy repairs and 
renewals on a large scale. As a result, 
large shipments of spare parts have 
been necessary during the period 
January-September, entailing a rise of 
from £58,920 to £142,359 in the value 
of exports under this heading during 


those months, as compared with the 
similar period in 1936. 

L.M.S.R. AMBULANCI 
Over 10,200 L.M.S.R. employees have 
been successful in passing examinations 
in first aid work during the 1936-37 
season. In England and Wales there 
were 8,040 passes, and in Scotland, 
2,169, both totals representing slight 
increases over the previous year’s 
figures. In both areas there was a 
considerable increase in the number of 
first-year students, reflecting the grow- 
ing interest taken by the railway staff 


SUCCESSES. 


in the ambulance training, which is 
provided free of charge. For the annual 
team championship competition, 450 
teams entered in England and Wales, 
and 74 in Scotland ; the winners of the 
respective competitions were Camden 
Goods (London) in England and Wales, 
and Dundee West in Scotland. The 
‘international ’’ competition between 
the leading teams in England and Wales 


and Scotland was won by Mayfield 
(Manchester), and the L.M.S.R. 
Women’s Competition was won by 
Glasgow “ A’”’ team. 





CONTRACTS 


Electric Motor Coaches for South 
Africa 
rhe Birmingham Railway Carriag® 
& Wagon Co.. Ltd: has received orders 
from the -South African ~ Railways:. & 
Harbours’ Board :for eight. third” class 
electric motor coaches (type T42M) and 
four first class electric ‘motor coaches 
type L36M), required for the Cape 
suburban electrified lines 


rhe English Electric Co. Ltd. is to 
supply the electrical equipment for 
the above motor coaches for the South 
\frican Railways & Harbours Board 


Che International General Electric 
Co. Ltd. has received orders from the 
South African Railways & Harbours 
Board for a total of 15 electric motor 
coaches of which the Metropolitan 
Cammell Carriage & Wagon Co. Ltd 
is to build nine third class type 538M, 
and the Birmingham Railway Carriage 
& Wagon Co. Ltd. is to build six 
first, second, and van type U37M. Ten 
of the above service 
in Natal and the remaining five are for 
the Reef electrification 


coaches are for 


The South Manchuria Railway, which 
recently ordered a large quantity of 
rolling stock in the United States, has 
3,000 carriages from. the 
Japanese Railway Ministry, states 
Reuters [These orders are for the 
purpose of making up for the shortage 
of rolling stock, which is being keenly 
result of the Sino-Japanes« 


purchased 


felt as a 
conflict 


Railways Ad 
placed the 


rhe Egyptian State 
ministration has recently 
following orders :— 

Brown Boveri & Co. Ltd.; electric motors 
ind accessories. (Ref. No.: E.S.R, 13,603. 
otal value £374. Delivery f.o.b. Genoa.) 

S.A. des Usines Gilson; hexagonal mild steel 
bars Ref. No E.S.R. 1,375, Total value 
£402, Delivery f.o.b. Antwerp. 

Siemens Bros. & Co. Ltd, ; 5,000 Léclanche 
pots Ref. No.: E.S.R. 34,854, Total value 
L185 Delivery f.o.b. London.) 

Che General Electrie Cg. Ltd.; 5,000 
Léclanché pots. (Ref. No.: E.S.R. 34,851 
otal value £185. Delivery f.o.b. U.K. Port. 

H. J. Skelton & Co. Ltd. ; round mild steel 
Ref, No.: E.S.R. 1,386. Total cost £1,312 
Delivery c.i.f. Alexandria.) 


Levland Motors Limited has received 
an order from the Wilts & Dorset Motor 
Limited for two oil-engined 
passenger -vehicles. 


services 
liger 


Stedman, Crowther & Co. Ltd. has 
received an order from the South Indian 
Railway Administration for 3% tons 
of copper rods and billets to be supplied 
to the inspection of Messrs. Robt 
White & Partners 


[The Barrow Hematite Steel Co. Ltd. 
has received an order from the Bhav- 
nagar State Railway Administration for 
2,500 pairs of fishplates to be supplied 
to the inspection.of Messrs. Robert 
White & Partners 


Robert Stephenson & Hawthorns 
Limited has received an order from the 


THE RAILWAY GAZETTE 


AND TENDERS 


Leopoldina Railway for one locomotive 
boiler and a quantity of locomotive 
spares. 
Wagons for South America 

The Birmingham Railway Carriage & 
Wagon Co. Ltd: has received an order 
from the San Paulo (Brazilian) Railway 
for 100 four-wheeled wagons. 


The Telephone Manufacturing Co. 
Ltd. has received an order from the 
L.N.E.R. for carrier current telephone 
equipment for four circuits between 
King’s Cross and York, two circuits 
between York and Newcastle, and one 
circuit between York and Edinburgh. 
Che latest type of equipment with sup- 
pressed carrier, single side-band trans 
mission will be used. 


Diesel Railcars for India 

rhe Drewry Car Co. Ltd. has received 
an order for four double power bogie 
diesel railcars for the Nizam’s State 
Railway The power units will be of 
the usual Drewry standard type, and 
the coaches will be equipped with full 
air-conditioning plant, to be supplied 
by J. Stone & Co. Ltd. The order also 
includes one complete spare power 
bogie. The railcars will be supplied to 
the inspection of Sir Douglas Fox «& 
Partners 

The Drewry Car Co. Ltd. has received 
an order from the Tasmania Govern- 
ment Railways for four standard Drewry 
diesel power bogies 


The Drewry Car Co. Ltd. has also 
received an order from the Ohai Rail- 
way, New Zealand, for one Drewry 
diesel shunting locomotive 


R. A. Lister & Co. Ltd. has received 
an order from the Buenos Ayres Great 
Southern Railway for four diesel engines. 


The Tata Iron & Steel Co. Ltd. has 
received orders from the Indian Stores 
Department for a quantity of mild 
steel sheets and billets. 


Skoda Works, through Carters (Mer- 
chants) Limited, has received an order 
from the Bengal & North Western Rail- 
way Administration, to the inspection 
of Messrs. Rendel, Palmer & Tritton, 
for 800 pairs of wheels and axles. 


The Bombay, Baroda & Central India 
Railway Administration has placed 
orders, to the inspection of Messrs. 
Rendel, Palmer & Tritton, with George 
Turton Platts & Co. Ltd. for 300 buffer 
casings and 200 buffer plungers for car- 
riages and wagons, and with Taylor 
Bros. & Co. Ltd. for eight steel straight 
axles for locomotives 


Whitelegg & Rogers Limited has 
received an order from the High Com- 
missioner for New Zealand for 12 Nichol- 
son patent Thermic Syphons for appli- 
cation to six 4-8-4 type “‘ K ”’ class loco- 
motives now under construction at the 
works of the New Zealand Government 
Railways, and orders for 12 similar 
Thermic Syphons to be applied to the 
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fireboxes of six 4-8-4 + 4-8-4 type 
Beyer-Garratt locomotives now under 
construction for the Kenya & Uganda 
Railways by Beyer, Peacock & Co. Ltd. 
which firm is the sole manufactirer of 
all Thermic Syphons in Great Britain. 

Tenders are invited by the South 
African Railways & Harbours Board, 
receivable in Johannesburg by January 
10, for the supply of 12 3-ft. 6-in. gaug 
oil-engined railcars. 

Tenders are invited by the Ag 
Kast Indian Railway, 105, Clive Str 
Calcutta, receivable by November 
for the supply of locomotive fitti 
including tube plate, copper and st 
and main frame plate during the 
1938-39. 


U.S.S.R. Orders Placed in 
Great Britain 

According to preliminary figures, the 
orders placed in the United Kingdom by 
Soviet trading organisations in Septem 
ber of this year amounted to £3, 140,617 
as compared with £836,786 in Septem 
ber, 1936. In the period January 
September, 1937, the value of the orde1 
placed was 4£16,814,003 as compared 
with £7,684,945 in the first nine months 
of 1936. The following table shows the 


engineering and allied equipment and 
material orders placed and purchases 
made in the United Kingdom in Sep 
tember and in the first nine months of 
this year as compared with 1936 ;- 


Jan.- Jai 
Sept., dept., 
1936 1937 


dsept., sept., 
1936 1937 


es 
| S | 
| | 
24,484 2,058,434} 348,862) 6,922,053 


h £ 
Machinery and 
equipment . 
Ferrous alloys 
and steel 
Non-ferrous 
ores 
Non-ferrous 
metals 
Rubber 


2.0.40 336,867; 34,564 


295 S49 
349,686) 815,455) 2,554,626/5,118,778 
196,645 ,624, 843) 1,976,391 
As will be seen from the above table, 
a considerable increase has taken place 
this year in the orders placed for ma 
chinery and equipment which show a 
more than nineteen-fold increase. The 
following table shows the various cate- 
machinery and equipment 
1936 and in 1937 :— 


gories of 
ordered in 


Jan.- | Jan 
| Sept., Sept., 
| 1937 1936 
£ £ 
. 3,872,310 12,054 
605,340) 


Machine tools and tools 

Ships’ auxiliary equipment 

Telephone, telegraph, and radio 
equipment ° oe 

Metallurgical machinery and roll- | 
ing mill equipment - an 

Precision instruments and labora- 
tory equipment ; 

Printing machinery 

Presses and hammers “an 

Aero equipment (hangars and cata- | 
pults, etc.) , 

Chemical machinery 

Dredger buckets 

Turbines 

Compressors . 

Valves and regulators 

Textile machinery .. 

Internal-combustion engines se 

Sundry machinery and equipment 


518,515) 
! 


369,568) 


199,757 
150,571} 
144,610) 


91,566| 653 
80,541} = 10,865 
76,660; — 

112,446] — 

70,823) 3,442 
66,705} — 

47,621; 91,700 
52,092) 15,408 
462,908) 87,242 
Grand total for machinery and 


equipment 6,922,033} 348,262 
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Sudan Government 


UDAN RAILWAYS require a_ District 
~ Traffic Manager, not over 26 years of age, 
holding a University degree, with training in 
traffic working on an English or Overseas 
Railway. 

The scale of pay for District Traffic Manager 
is from £E480 by periodical increases to £E936 
per annum. (£E1 = £1 Os, 6d.) Promotion to 
higher posts is by selection. 

After a probationary period of two years’ 
service in the Sudan, the successful candidate 
would be eligible fur appointment to the per- 
manent service under Sudan Civil Service con- 
Permanent officials are pensionable. 

Liberal leave in kngland is given on com- 
pletion of from 14 to 2 years’ service in the 
Sudan and thereafter, for permanent cfficials, 
at regular intervals as provided for under the 
conditions mentioned above. Under these con- 
ditions also Assisted Leave Passage Allowance 
is granted. 

Free passage on appointment. 
examination is necessary. 

Applications, giving full particulars of quali- 
fications, experience and age, with copies of 
testimonials, should be sent to the Controller, 
Sudan Gevernment London Office, Wellington 


House, Buckingham Gate, London, §&§.W.1 
* D.T.2.” 





Strict medical 
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OFFICIAL NOTICES 


South Indian Railway Company, Limited. 


HE Directors are prepared to 
Tenders for the supply of :- 

1. Solid Drawn Steel Boiler Tubes. 
2. Steel Tyres. 

Specifications and Forms of Tender will be 
ivailabie at the Company’s Offices, 91, Petty 
France, Westminster, 8.W.1, 

Tenders addressed to the Chairman and 
Directors of the South Indian Railway Com- 
pany, Limited, marked ‘Tender for Steel 
Boiler Tubes,” or as the case may be, with 
tue name of the firm tendering, must be left 
with the undersigned not later than 12 noon 
on Friday, the 3rd December, 1937. 

The Directors do not bind themselves to ac- 
cept the lowest or any tender. 

A charge, which will not be returned, will 
be made of 10s. for each copy of Specification 
No. 1 and of 5s_ for each copy of Specification 
No. 2. 

Copies of the Drawings may be obtained at 
the Offices of the Company’s Consulting Engi- 
neers, Messrs. Robert White & Partners of 3, 
Victoria Street, Westminster, 8.W.1. 

E. A. 8. Bell, 
Managing Director. 


receive 


91, Petty France, 
Westminster, S8.W.1 
10th November, 1937. 








rF\HE MADRAS & SOUTHERN MAHRATTA 
RAILWAY COMPANY LIMITED invite 
Tenders for :— 


785,000 DOG SPIKES. 


Specification and Form of Tender can be 
obtained at the Company’s Offices, 123, Victoria 
Street, Westminster, London, 8.W.1. 

Fee ONE QUINEA each, which will not be 
returned. 

Tenders must be submitted not later than 
2 o'clock p.m. on TUESDAY, 30th NOVEM- 
BER, 1937. 

The Directors do not bind themselves to 
accept the lowest or any Tender and reserve 
to themselves the right of reducing or dividing 
the order. 

By Order of the Board, 
G. W. V. DE RHE PHILIPE, 
Secretary. 


y ANTED.—High class Salesman, experience 

and contacts English Railways essential. 
—Box No. 911, c/o Tue Ratway Gazette, 33, 
Tothill Street, London, S.W.1. 














Forthcoming Events 


Nov. 4-13.—Commercial Motor Transport 
Exhibition, at Earl’s Court, London, S.W.5. 

Nov. 12 (Fri.).—Institute of Transport (New- 
castle), at Royal Station Hotel, 7.30 p.m. 
‘*The Progress of Transport Co-ordination 
in Great Britain,’”’ by Mr. F. Smith. 

Institute of Transport (Newcastle Graduate), 
at Koyal Station Hotel, © p.mi. Con 
trasts between British and _ Foreign 
Transport Policies,” by Mr. C. E. R. Sher- 
rington. 

Institute of Welding (Midlands), at James 
Watt Inst., Newhall Street, Birmingham, 
7.30 p.m. ‘“* Practical Electric Arc Weld- 
ing,’’ by Mr. H. Thomas. 

R.O.D., at Trocadero Restaurant, Piccadilly 
Circus, London, W.1, 7.30 for 8 p.m. 
Annual Dinner. 

Nov. 13 (Sat.).—Permanent Way Institution 
(Manchester-Liverpool), at Blackburn, 3 
p.m. Discussion. 

Nov. 16 (Zues.).—Great Eastern Mechanics’ 
Institution, Stratford, 8 p.m. ** Astro- 
nomy,’’ by the Rev. Dr. M. Davidson. 

Institute of Transport (Leeds), at Hotel 
Metropole, 6.30 p.m. ‘* Modern Develop- 
ments in Railway Operating Practice,” by 
Mr. V. Barrington-Ward. 

Institute of Transport (I.ondon), at Inst. of 
Electrical Engineers, Savoy Place, W.C.2, 
6 p.m. ‘ Civil Aviation as a World Force,” 
by the Rt. Hon. the Lord Sempill, A.F.C. 

Institute of Welding (London), at Inst. of 
Mechanical Engineers, Storey’s Gate, 
S.W.1, 6.30 p.m. ‘ Metallurgical Aspects 
of the Welding of Low Alloy Structural 
Steels,” by Messrs. T. Swinden and L. 
Reeve, 

Institute of Welding (Tyneside), at Armstrong 
College, Newcastle, 7.30 p.m. “ Casting, 
Welding and General Fabrication,’”’ by Mr. 
G. Pearson. 

Institution of Civil Engineers, Great George 
Street, London, S.W.1, 6 p.m. ‘“ Dover 
Train Ferry Dock,” by Mr. G. Ellson, 
O.B.E. 

L.N.E.R. (Newcastle-Sunderland) Lecture 
and Debating Societv, at Newcastle, 
7 p.m. ‘* The Railway History of New- 
castle,”” by Mr, Brian Reed. 

L.N-E.R. (York) - Lecture and Debating 
Society, at Railway Inst.,-Queen Street, 
6.45 p.m., ‘‘ L.N.E.R. Continental Ser- 
vices,” by Mr. A. Gibson, 

Permanent: Way Institution (Brighton), at 
Welfare Reom, New England Street, 7’p.m. 
*Station-and Junction Layouts,” by Mr. 
A. Sheldon. 

Permanent Way Institution (Scottish), at 
Royal Technical College, George Street, 
Glasgow, 7.3) p.m, Short Papers: 

Nov. 17 (Wed.).—Institute of Transport 
(Manchester-Liverpool Graduate), at Cen- 
tral Library, Manchester, 6.30 p.m. ‘* The 
Licensing Office of a Road Transport 
Undertaking,” by Mr..W. Edwardes. 


Nov. 18 (Thurs.).—Institution of Electrical 
Engineers, Savoy Place, London, W.C.2, 
6 p.m. * Electrification of the Paris— 


Orleans and Midi Railways,” by Mr. A. 
Bachellery. 

Institution of Locomotive Engineers (Scot 
tish), at Roval Technical College, George 
Street, Glasgow, 7.30 p.m. * Lifting 
Appliances,”” by Mr. T. Millar. 

Permanent Way Institution (Nottingham- 
Derby), at Bridgeway Hall, Nottingham, 
7.15 p.m. ‘ Following on Half Leads,” by 
Mr. W. Thompson. 

Nov. 19 (Fri.).—lInstitute of Transport (East 
Midlands), at Welbeck Hotel, Nottingham, 
7.30 p.m. Visit of President. 

Nov. 22 (Mon.). G.W.R. (Birmingham) 
Lecture and Debating Societv, at Great 
Western Hotel, Snow Hill Station, 6.30 p.m. 
‘The Co-ordination of Rail and Road 
Freisht 


Transport. How Can it be 


Achieved and 
D. Blee. 

Southern Railway (London) Lecture and 
Debating Society, at Inst. of Civil Engin- 
eers, Great George Street, S.W.1, 6 p.m. 
‘*The Film Service of the German and 
other Railways,” by Herr Miiller-Hille- 
brand. 

Nov. 23 (Tues.).—Institute of Transport (Bir- 
mingham Graduate), at Chamber of 
Commerce, New Street, 6.30 p.m. “ In- 
dustrial Administration with Special Re- 
ference to Transport,” by Mr. V. Pilbeam. 

Institute of Transport (Leeds Graduate), at 
City Transport Department, 7 p.m. ‘* Road 
Passenger Transport: the Relationship 
between Municipal and Private Enter- 
prise,”’ by Mr. A. Stone. 

Permanent Way Institution (Ashford), 6.45 
p.m. ‘* Permanent Way for High Speeds,” 
by Mr. W. A. Willox. 


Implemented ?”” by Mr. 








LMS 





CREWE WORKS 


BUILDING ‘CORONATION’ CLASS ENGINES 











A poster recently issued by the L.M.S.R. showing an impression of the 
construction of the Coronation locomotive at Crewe works by the well-known 


artist Miss Lili Rethi 


THE RAILWAY GAZETTE November 12, 1937 


Railway Share Market 


The stock and share markets displayed 30, the 4 per cent. reference around 83 appointing in the market. The deferred 
a very uncertain tendency this week. In and the 4 per cent. 1923 preference stock has gone back to around 192, while 
the absence of improvement in demand around 73. Based on the progress in- the preferred is 86}. Debentures and 
prices have declined on balance, but dicated by traffic to date these stocks prior charges again received more atten- 
subsequently rather firmer conditions are regarded in the market as quite tion. L.N.E.R. 3 per cent. debentures 
were in evidence. Home railway stocks moderately priced, but the general have been obtainable at 78 at which the 
remained one of the steadier sections assumption is that junior securities of yield is nearly 3 per cent. Elsewhere, 
of the market and were inclined to move the railways are unlikely to become the London Transport ‘‘C’’ stock was firm 
in favour of holders prior to publication centre of much activity until the trend at 80}. 
of the traffic figures on Wednesday. of markets is reversed. Great Western Later in the week fractional gains were 
The latter proved to be disappointing, ordinary was perhaps the steadiest feature made by the ordinary and preference 
however, as they show an aggregate in- at around 63} (despite the fact that last stocks of the Argentine railways. The 
crease of £97,000, which compares with week’s gain in receipts was limited to 6 per cent. preference of both the B.A 
an increase of £187,000 in the previous £13,000), the possibility that a dividend Gt. Southern and Central Argentine were 
week and was considerably below ex- of 4 per cent. may be in prospect having inclined to improve. The ordinary stock 
pectations. The rise in coal receipts drawn rather more attention to the good of the latter railway was firmer in ad- 
was only £23,000 (in the previous week potential yield offered. L.N.E.R. first vance of the meeting. Cordoba Centra] 
it was £75,000), but the disposition was preference subsequently showed a steadier debentures fluctuated. Elsewhere, San 
to attribute this to special circumstances tendency at 69 and the second preference Paulo was lower, but International Rail- 
and to leok for larger gains under this found buyers on any decline below 27. ways of Central America preferred re- 
head in future, as there seems no reason The £34,000 rise in last week’s traffic sponded to the dividend announcement 
to fear decreased activity in the colliery figures was regarded as reasonably satis- American railway stocks showed a bx 
industry. factory. The Southern’s increase was tendency. Canadian Pacifics were « 

L.M.S.R. ordinary transferred around only £7,000, which was viewed as dis- and the preference also declired slightly. 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 


Traffics for Week Aggregate Traffics to Date 


Miles Week ~ - Shares 
Railways open _ 2 pee 
1936-37, Ending Total yerbetin Totals Saasaan ee Stock 
this year with 1936 3 | This Year Last Year Decrease 


Lowest 
1936 


f f 

Aatofagasta (Chili) & Bolivia 834 ll. 14.910 - 2,05 739,980 615,060 124,920 | Ord. Stk. 
Argentine North Eastern . 753 5.11. 6,824 3, 192,285 177,514 14,771 © 
Argentine Transandine —_ — oes Pan as a» ten 
Bolivar - eof 04 ~» 19 3,700 2, 53,050 63,600 10,550 6 p.c. Deb. 
Brazil on on ye sts be os —_ Bonds. 
Buenos Ayres ‘& Pacific ..| 2,806 ll. 72,084 1,488.897 1,418,870 70,027 | Ord. Stk. 
Buenos Ayres Central 3.10.3 $734,400 $19 $2,415,800 $2,290,500 $125,300 | Mt. Deb. 
Buenos Ayres Gt. Southern 3.11. 122,457 : 2,275,931 2.088,667 187,264 | Ord. Stk. 
Buenos Ayres Western ; % 3.11. 40,695 76 860,361 737.114 103,247 
Central Argentine .. § 3.11. 106,545 37,96 2,444,134 2,609,260 165,126 se 

Do. .. = ~ _ a Did. 
Cent. Uruguay of M. Video ¢ 30. 19,089 | + 276,620 273,022 3,598 | Ord. Stk. 
Cordoba Central , 5 11. 22,770* 3, 616,170 615,610 9,440 | Ord. Inc. 
Costa Rica .. os 188 24,617 49,305 38,568 10,737 Stk. 
Dorada i oe Sept., 17,200 2, 139,600 126,600 13,000 1 Mt. Db. 
Entre Rios .. “4 6.11.37 9,522" 3,6 258,998 238,049 20.949 | Ord. Stk. 
Great Western of Brazil A 6.11.37 10,700 341,100 344,406 3,300 | Ord. Sh. 
International of Cl. Amer.. Sept., 1937, $388,185 $83,061 ‘ $4,426,545 | $3.929,645 $496,900 zt 
Interoceanic of Mexico _ _ — — — Ist Pref. 
La Guaira & Caracas Oct., _ 1937 § 150 51,820 45,850 5,970 Stk. 
Leopoldina .. . 6.11.37 ~ 650 1,043.617 | 869,956 173,661 | Ord. Stk. 
Mexican : 83 31.10.37 ‘ $49,300 $5,281.700 | $4,577,100 $704,600 
Midland of Uruguay ea Sept., 1937 } 1,282 : 23,566 23,460 i06 is 
Nitrate : 31.10.37 , ~ 126.347 101,887 24.460 | Ord’ Sh. 
Paraguay Central re 30 10,37 $2,713, $434,000 | 18 | $56,890,000 $46,290,000 10,600,000 | Pr. Li. Stk 
Peruvian Corporation 1,059 | Oct., 1937 84,2 2,272 347,951 339,051 8,90 Pref. 
Salvador 100 30.10.37 2,2 #1,890 ¢215.834 ¢194,127 £21,797 | Pr. Li. Db. 
San Paulo 153% | 31.10. 33,18 2,728 t, 450.212 | 1,288,840 161.372 | Ord. Stk. 
Taltal ’ 160 9% 815 : ‘ 12/420 463 | Ord. Sh. 
United of Havana 1,353 3.11. 5,65 : 317,371 291,311 26,060 | Ord. Stk. 
Uruguay Northern .. 73 |Sept., 19% 2 ‘ 4 2 372 2'601 229 | Deb. Stk. 


++ 
~ — 
Vann 
rs] 

ae 


| 


+++ 


South & Centrai America 


L+He tt yptttete +1 4441+ 





Canadian Northera — _— —_ _ = —4 p.c. Perp. Dbs. ; 51 


¢ (Canadian National 23,767 | 31.10.37 296,837 ; 33,080,731 30,646,918 + 2,433,813 
{ Grand Trunk _ _ — — —_ _ 4 p.c. Gar. 3 9934 


Canadian Pacific 17,228 31.10.37 960,200 29,400 23,966,20° 22,838,600 1,127,600 | Ord. Stk. 3 101546 
Assam Bengal os --| 1,329 | 20.10.37 8,617 735,386 694,632 
Barsi Light .. oe 202 10.10.37 3: 788 67,702 61,687 
Bengal & North Western 2,111 20.10.37 4,418 d 125,235 

Bengai Dooars & Extension 161 20.10.37 ‘ 727 3 89,495 

Bengal-Nagpur 3,268 20.10.37 j 9,034 | * 3,789,979 459,431 ya 1001g 
Bombay, Baroda & Ci. India| 3,072 31.10 37 52,075 12,150 5.054,775 347,250 1101; 


+ 
+ 40.754 | Ord. Stk. 7: 8214 
+ 
+ 
2 + 
| Madras & Southern Mahratta| 3,229 | 10.10.37 26, 2,959 | 27 2,901,585 | 2,862,223 | + 39.362 10819 
ae 
+ 
_ 
+ 


6,015 | Ord. Sh. 7 6512 
13,943 | Ord. Stk. | ; 29259 
7,178 ? 27lp | 118 


” 


Rohilkund & Kumaon . 572 | 20.10.37 q 944) § 23,180 1,387 ai ‘ 286 
South Indian 2,531$ 10.10.37 115,522 3,030 2,223,187 2,139,281 83,906 a Tle 1025)6 


Beira-Umtali 204 |Aug., 1937 103.370 29,470 877,668 719,218 
Egyptian Delta 620 20.10.37 9,920 + 811 138,612 128,677 
Great Southern of Spain — — _ | _ me 
Kenya & Uganda -, 1,625 Sept., ., 1937 193,212 | 26,474 2,114,111 1,948,133 165.978 oa 
Manila — _ — — _ —_ a B. Deb. 
J Midland of W. Australia 277 +=\Sept., 1937 15,003 33 37,9°6 36,835 1,092 | Inc. Deb. 
§ | Nigerian 1,900 25.9.37 40,905 11,752 1,216,978 755,019 461,959 
Rhodesia . 2,451 ‘Ang., 1937 438,628 118,591 4,203,086 3,207,556 995,530 
| South Africa 13,263 | 16.10.37 695,332 59418 2% 18,247,533 | 17,137179 | + 1,110,354 
| Victoria ‘ ..| 4,774 |June, 1937 793,223 89,530 10,135,291 9 1689, 925 | + 445,366 
Zafra & Huelva wi 112 = Aug., 1937 11,812 10,374 101,758 2m | + 42.477 


158,450 _ 
9,935 | Prf. Sh. 
—_ Inc. Deb. 


Various 





Note.—Yields are based on the approximate current prices and are within a fraction of 1). 
* Traffic affected by strike. + Receipts are calculated @ 1s. 6d. to the rupee. § ex dividend. Salvador and Paraguay Central receipts are in currency. 
The variation in Ster'ting value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 
has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on tbe par value. 
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Klectric Railway Traction 


{n Electrified Network in Belgium 


{E Belgian National Light Railways (or Vicinaux. 
1 as they are generally called) operates a system of 

2,940 route miles, much of which is of tramway 
character. Of this total, 830 route miles are operated 
electrically on the 600-volt d.c. system with overhead 
current collection. The yearly energy consumption is in 
the neighbourhood of 73,000,000 kWh., and the current 
is fed to the line through 71 substations of which about 
50 are entirely automatic in their operation and another 
six are semi-automatic. It is estimated that this operation 
saves the company about 2,000,000 fr. a year in labour 
charges. All the latest installations comprise glass-bulb 
rectifier equipments. Traffic is handled by 920 motor- 
coaches and 646 trailers, and of these about 150 four- 
wheeled and 360 bogie motor-coaches have been acquired 
during the past ten years. The normal double-bogie car 
has four 65 h.p. motors, weighs 18 tons, and has a top 
speed of 45 to 50 m.p.h. under the best conditions. The 
overall length is 44 ft. and the carrying capacity 30 seated 
and 48 standing. The four-wheeled motor-coaches are 
driven by two 68 h.p. motors and carry 18 seated and 
24 standing passengers on a tare weight of 14 tons. The 
newest stock is of all-steel construction. Most of the 
track is of metre gauge, but two of the six operating 
divisions in which the system is worked have some 
standard gauge tracks. The electrified lines form those 
carrying the heaviest traffic, and in 1936 the receipts 
from these routes amounted to fr. 164,944,548, an in- 
crease of 9 per cent. over the previous year, and repre- 
senting 67 per cent. of the total earnings. 


Electricity Supply 


HERE can have been few more provocative presi- 
dential addresses than that delivered before the 
Institution of Civil Engineers on November 2 by 

Mr. S. Bryan Donkin. Dealing with electricity supply in 
this country, Mr. Donkin remarked that electricity was in 
many cases far too costly for it to be a real commodity, 
the truth of which opinion is a bitter experience to rail- 
ways taking energy from outside. The matter has already 
been raised by the Chairman of the Southern Railway, 
for despite the rapidly increasing electrified mileage and 
current consumption of that railway, the cost per unit of 
energy is going up, and forced the S.R. in 1936 to foot 
a bill £52,000 higher than it would have been in the pre- 
vious year for the same consumption. The failure of the 
grid to bring really cheap electricity—despite 11 years’ 
activity—is more than a disappointment to large and 
small consumers alike; it is a source of constant and 
rowing irritation. The Central Electricity Board is 
evidently not fulfilling the supposed purpose of its crea- 
tion, though there is no doubt, from a moment’s con- 
sideration of the real facts, that it could do what the public 
wants. Mr. Donkin’s statement that 10 lb. of coal per 
kWh. had to be burnt in the Westminster Electrical 
Supply Corporation’s stations in 1891, compared with less 
than a tenth of that amount at Battersea today, should be 
enough to prove it. All the time that real costs are 
going down, financial costs appear to be going up—or 
at the very best, are failing by an ever-widening mazgin 
to fulfil their supposed purpose, which is to provide a 
true account of realities. When Mr. Donkin. discusses 
the pros and cons of numerous small oil-engined gene- 


rating stations compared with fewer and larger steam 
stations he gives, as a practical reason in favour of the 
latter, the provision of maximum employment for miners. 
With due respect, we would point out that such a con- 
sideration is utterly irrelevant if the agreed policy is to 
give the public the maximum of amenities for the mini- 
mum of energy expenditure. Is that the agreed policy— 
or is it not? A clear understanding is essential, not only 
for engineers who wish to serve the public, but for the 
public which presumably wants service. 


A General Manager on Electrification 


2pm at the annual dinner of the Southern Rail- 
way Supervisors’ Association on October 26, Mr. 

G. S. Szlumper, the recently appointed General 
Manager, remarked that electrification was the most 
prominent feature of the line at present. There was in 
hand the electrification from Virginia Water to Reading, 
Ascot to Ash Vale, and Aldershot Town to Guildford, 
which lines are due to be opened in January, 1939, and 
the directors had recently ordered the extension of 
electrification from Gravesend to Maidstone West, Swanley 
to Gillingham, Strood to Rochester, and Otford to Maid- 
stone East, to be completed by 1940. They were well 
on with the Mid-Sussex line to Portsmouth and the coast 
line to West Worthing, including the Littlehampton and 
Bognor branches. This scheme was to be ready in July 
next year. Other schemes were under consideration, 
although there was a good deal of research work to be 
done before completion. | Research work in connection 
with the electric locomotive was actively in hand, and 
it was hoped that before very long there would be put 
on the rails an electric locomotive of which great things 
might be expected, and which would enable the Southern 
Railway to view from an economic standpoint electrifi- 
cation still further afield. | Some people had expressed 
doubt as to the wisdom of the policy of electrification 
originated by Sir Herbert Walker, but Mr. Szlumper 
pointed out that for the eight months up to the end of 
August this year there has been an increase of 123 million 
passenger journeys, t.e., a 7 per cent. increase over those 
last year, and a 22 per cent. increase over 1932. Electri- 
fication did not stand still; it started and carried on 
development which nothing could stop. It was said that 
the maximum density of population in this country would 
occur about 1952, and after that population would begin 
to recede. Mr. Szlumper did not believe that was true of 
the Southern Railway territory, because there was a drift 
to that territory of population from the north of London, 
and from further north, that showed no signs of reced- 
ing. The electrification to Brighton was opened in 
January, 1933, and for the eight months of this year 
compared with the corresponding months of 1932 there 
has been an increase of 2,500,000 passenger journeys, or 
41 per cent., and an increase of 34 per cent. in money. 
It had been the same with Hastings, and even with Ports- 
mouth this year; for the months of July and August, ex- 
cluding Isle of Wight traffic, compared with July and 
August, 1936, there had been an increase of 18 per cent., 


and of 14 per cent. in money—not a bad result in two 
months with a certain amount of inevitable teething 
trouble. There had been an increase on the Portsmouth 


route that was almost beyond belief when the numbers 
who had gone through Portsmouth Harbour to the Isle 
of Wight were taken into consideration, and that was 
another instance of the advantages of electric traction, 
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TRACK TESTS OF ELECTRIC LOCOMOTIVES 


A summary of the exhaustive 
experiments made by the 
Pennsylvania Railroad to 
obtain a locomotive which 
would combine maximum 
operating efficiency with op- 
timum performance as a 
vehicle 





Test track after misaligning to make the locomotives ride as roughly as possible 


N preparing for electrical operation of its entire main 
line between New York, Philadelphia, and Washing- 
ton, over which it was intended to instal an intensive 

high-speed train service, the Pennsylvania Railroad made, 
during 1933 and 1934, some track experiments of consider- 
able interest. Their purpose was to ensure that the type 
of electric locomotive to be standardised for fast running, 
in addition to having the most desirable operating charac- 
teristics, would also reduce to a minimum the lateral 
thrusts that tend to throw the track out of line, and also 
to show what maximum speeds of operation might safely 
be allowed for. For test purposes the No. 4 or south- 
bound track of the Maryland Division, near Claymont, 
Delaware, was selected, and 440 ft. of its length specially 
equipped. The type of rail here was the standard Penn- 
sylvania 130 lb. flat-bottomed section, in good condition 
as regards wear; it was carried by steel soleplates on timber 
sleepers in stone ballast. The existing sleepers were all 
replaced by steel sleepers, 249 in all, and every alternate 
sleeper was equipped with apparatus measuring and 
recording the lateral thrust. 

This apparatus consisted of a plunger, of which the head 





Close-up view of recording apparatus at the end of a 
recording steel sleeper, showing soft steel impression plate 
in position 


consistent with safety 


bore against the outer side of the rail-head; the middle of 
the plunger was a sliding fit in a bracket attached to the 
sleeper, and the inner end held in a cavity a hardened 
steel ball of 1 in. dia. The ball was in contact with a 
flat plate of annealed boiler-plate steel, secured in a second 
bracket affixed to the sleeper, and also bearing against a 
plunger; in order that constant contact should be main- 
tained, the impression plate plunger was held in position 
by a tapered cotter. These measuring appliances were 
attached at both ends of each recording sleeper, and 125 
pairs of apparatus were thus in use. At every sleeper, 
both recording and non-recording, the rails were supported 
on roller bearings, and practically the whole outward 
thrust of the rolling load (apart from that absorbed in the 
negligibly small friction of the roller bearings) was thus 
transmitted at each recording sleeper to its hardened steel 
ball, and thereby was impressed into the annealed boiler- 
plate. In Brinell testing of this description, the depth 
of impression varies directly with the force imposed on the 
ball, and another valuable characteristic of this method 
of load measurement is that if the ball is subjected to 
a succession of blows of varying magnitude, the depth 
of impression is not cumulatively increased, but remains 
at the point to which the ball penetrated when the maxi- 
mum blow was given. The speed of the engines when 
under test was automatically checked by means of an 
electrical timing apparatus working in conjunction with two 
contacts fixed in the track at a predetermined distance 
apart. 3 

The type of electric locomotive chiefly tested was the 
P5A, which has the 2-Co-2 wheel arrangement; with 
engines of this type over 1,800 test runs were made. These 
locomotives have a rigid driving wheelbase of 20 ft. and 
an overall length of 62 ft. 8 in.; the total weight is 176 
tons, horse-power 3,750, and the maximum rated speed 
9 m.p.h. Tests were also made with the smaller 01C 
locomotives of the 2-Bo-2 type and with a 2-Co+Co-2 loco- 
motive of the New York, New Haven & Hartford Com- 
nany; the latter has a rigid wheelbase of 13 ft. 8 in., 
a total wheelbase of 77 ft., an h.p. rating of 3,300, and 
a maximum speed rating, with special gearing, of 100 
m.p.h. Arising out of information gained in the earlier 
tests, two new types were designed, the R1, a 2-Do-2 
locomotive with 23 ft. rigid wheelbase, 64 ft. 8 in. overall 
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Right. Diagram showing roughness of 13.8" 
test track as maintained during most of 
the trials 13. 


Supplement to THE RAILWAY GAZETTE, November 12, 1937 8 


uw 
wv 
















































































































































—~ 
< 13.6 
~ LEFT RAIL mmm RIGHT RAL 
— /3. 
ww 5 10 15 20 25 30 35 40 
ws 13/8" ! I ry 
WS RERSRRE RRA 3 
= 136) ee — | _ al ttt, al 
“Weesscstes, | ance Roe 
Sats ae ee [sreetesaafemaneseeeen — 
& 45 50 55 60 65 70 75 80 
S oo” 
Below. Diagram of lateral forces of PsA ae | | | | | SS ee 
2-Co-2) locomotive on smooth and rough Ww 13.7) oe ae = —+_— 
tracks. These curves were obtained with S | | | re | | | | | | 
the original design of locomotive ; subse- ES 13.6} = ewer: aenaes see Sra al a. wn T : — | T 
quently modifications were made to the 3's — } | | | } | } | | | | | 
truck design, weight distribution, and 85 90 95 100 105 10 US 120 
driving spring deflection SLEEPER NUMBERS 
0-06 28,500 3 After the preliminary trials, therefore, low humps were 
; | | | arranged in the track by tamping and consolidating the 
S = t——+— TH N ballast at certain points, and these irregularities were 
“9-051 | lf | 23.750 = maintained during all the subsequent tests. The first 
= T | , & humps were from } in. to } in. high, but as these were 
S | ~ Dae * eS a : 
5 i— = not sufficient to produce the effects desired, the roughen- 
© 0-04 > = L | ie ee Se | 4 19.000 @ ing of the track was increased shortly after the trials had 
< ORIGINAL CLASS PSA\ | | ‘ SS begun, and there were finally three pronounced humps 
& oe ROUGHENED } t+— ~ at different points in the right rail and four in the left, 
& 9.93 | anon be sie ia reaching a maximum height of 3 to ~ in. The degree of 
ps | | : = roughness of the track changed considerably from day 
amas cc oS Oe ee ee v4 2 to day, but as the formation and the ballast became more 
Ww o.92|—| 9.500% Compact, so the rate of change became slower; the relative 
> | La | 0 *“" SB roughness was found not only to depend on the cross 
S + —— 7 = levels of the track, but also on the rate of run-out to 
= 0-07 |__| ORIGINAL CLASS PSA 4 150. level of each hump, and the firmness of the track founda- 
= | | | QM SMOOTH TRACK | ; = tion. Gauge throughout was maintained at 4 ft. 83 in., 
> + rt : TT i i and speeds up to and slightly exceeding 100 m.p.h. were 
0 | es | x systematically reached in the tests, the maximum recorded 














40 50 60 70 80 90 100 
SPEED, MILES PER HR. 


length, a weight of 180 tons, a h.p. rating of 5,000, and 
a maximum speed of 100 m.p.h.; and the GG1, a 2-Co-Co-2 
type with 13 ft. 8 in. rigid wheelbase, 79 ft. 6 in. overall 
length, a weight of 205 tons, a h.p. rating of 4,620, and 
a maximum speed of 100 m.p.h. All the types mentioned 
are thus provided with bogies at both ends, and the RI 
P5A and GG1 locomotives, for high speed service, have 
streamlined exteriors. In addition to the electric loco- 
motives, one of the well-known Pennsylvania K4s Pacific 
steam locomotives, which are responsible for working some 
ot the fastest steam-operated schedules in the world, in- 
cluding the Detroit Arrow, were included in the trials. 
When the tests began, the track was in good condition 
for line and surface, and the running over it of the original 
P5A locomotives at speeds of nearly 100 m.p.h. resulted 
in negligibly small lateral blows on the rails, as measured 
by the ball impressions. It was therefore clear that the 
oscillations necessary to increase the force of these impacts 
could be produced only by a deliberate roughening of 
the track, and the idea was, if possible, to reproduce the 
worst condition of track over which the locomotives might 
be expected in ordinary service conditions to be required 
to run. It was also the intention to show the differences 
nm maximum speed over track of this description that 
would be permissible by the new electric locomotives to 
be designed as compared with the already existing classes. 


being a speed of 120 m.p.h. It is a matter of interest that 
whereas on rough track the forces developed by the K4s 
steam locomotive were greater at low speeds than those 
developed by the electric locomotives, the former showed 
no tendency to increase with the speed, whereas the lateral 
forces developed by the P5A electrics increased consider- 
ably with the speed. 

A depth of impression of 0-05 in. on the impression 
plate was regarded as marking the maximum lateral thrust 
desirable; when this stage was reached, representing a 
force of approximately 10°6 tons impressed against the 
rail-head, it was found that the thrust was generally in- 
creasing rapidly with the speed. The comparisons between 
the effect of the various modifications in springing that 
were tried—ten in all, including variations both in the 
spring rigging and the flexibility of the springs, and in 
some cases without equalisation between the driving wheels 
and the bogie trucks—were on the basis of the speed that 
could be attained with no greater Brinell impression than 
0:05 in. Twelve different devices were also tried for 
restraining the movement of the bogies, either by intro- 
ducing resistance to the lateral movement of the bogie 
centre or by altering the method of pivoting, so as to damp 
out horizontal oscillations. A constant resistance of 40 
per cent. to lateral motion of the bogie centres, as com- 
pared with a variable and increasing resistance in the 
original P5A locomotives which reached its maximum as 
the centre moved to the limit of its swing, was found 
to give better results, to the extent of the difference 
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Diagram of 4,620 h.p. 2-Co-Co-2 electric locomotive class GG1, Pennsylvania Railroad 
8 , I ‘ 


between 79 and 93} m.p.h.; and this principle was adopte:] 
as standard on the later GG1 locomotives. 

Another device which gave consistently improved re- 
sults was a bogie radius bar which restrained the swivel- 
ling of the bogie truck about its centre, but permitted 
lateral swing; this also was adopted in the GGI class. 
The tests of the original P5A locomotive showed that 
bogies without radius bars swivelled continuously in syn- 
chronism with the oscillations of the main frame of the 
locomotive, and did not therefore produce sufficient fric- 
tional damping at the rail; the oscillatory movements of 
the locomotive not provided with radius bars were on 
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test considerably more severe and prolonged. The type 
of radius bar finally adopted as standard on the P5A 
locomotives was one having its pivotal point 6 ft. 7} in. 
inwards from the bogie centre pin, and a lateral restraint 
at the pivot point starting at 6,500 lb., and increasing 
to 10,000 lb. after 3 in. lateral movement in either direc- 
tion. As a result of the tests, modifications also were 
made in the springing, which is a compromise between 
the most favourable condition for lateral oscillations and 
the most favourable condition for the cushioning of verti- 
cal and lateral blows from the track. Main driving axle 
springs thus had their static deflection increased from 
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176-ton 2-Co-2 express locomotive, class P5A, Pennsylvania Railroad 


24 to 34 in., and bogie springs from 1} to 2} in., in 
the modified locomotives. 

On the locomotives themselves various pressure-measur- 
ing appliances were fitted during the tests, which gave 
continuous graphic records of such details as the swing 
and swivel of the leading and trailing bogies, the motion 
of the leading and trailing radius bars, the lateral ac- 
celeration at the leading and trailing ends of the cab, 
the roll of the cab, the lateral motion of the driving 
wheels, the lateral motion of the trailing end of the 
locomotive relative to the leading end of the first car 
in the train, and so on. The section of the diagram here 
reproduced represents a RI locomotive travelling over 
the test track at 120 m.p.h. 

The results of the trials were extremely valuable. The 
modified P5A locomotives gave a maximum impression 
of 0°055 in. at 99 m.p.h. as compared with a similar 
impression at only 78 m.p.h. with the original test loco- 
motive of this type—a gain of 21 m.p.h. The new R1 
(2-Do-2) type showed a further improvement, giving an 
impression of 0-045 in. at 100 m.p.h., as compared with 
the 0-045 in. of an unmodified P5A at 76 m.p.h. only. 


But the best results were secured with the new GGi 
(2-Co+Co-2) type; this gave but slightly lower impressions 
than the original P5A at speeds up to 70 m.p.h., but at 
100 m.p.h. the impression was the same as that of an 
unmodified P5A at 70 m.p.h.—a gain of 30 m.p.h.—and 
20 m.p.h. above that of the modified P5A class. That 
is to say, the curve of impressions rose very slowly with 
the GG1 as the speed increased into these high ranges— 
a most desirable characteristic. Additionally, the trials 
proved that, in general, the weight imposed on individual 
axles affects the magnitude of the lateral blows on the 
rail; and that, irrespective of class or wheel arrangement 
of a locomotive, track that is not well maintained in the 
matter of surface, cross-level, and line is subject to greater 
abuse than well-maintained track, and more particularly 
at speeds above 50 m.p.h. Further, it is generally the 
case that on rough track the lateral blows sustained by 
the rails increase with the speed of the trains, and, with 
some types of locomotives with a rapidity that becomes 
dangerous in the higher ranges of speed; but it is possible 
so to modify the locomotive suspension that this rate of 
increase is much reduced. 








GERMAN ELECTRIFICATION.—The latest figures show that 
2,284 route km. (1,418 miles) of the German State Railway 
are electrified, and that the total yearly current consump- 
tion is about 660 million kWh. The electrified mileage 
is about 4-5 per cent. of the total. 


HOLLENTAL ELECTRIFICATION.—The Hollental line of the 
Reichsbahn, in the Black Forest, celebrated its jubilee 
during the past summer. It was electrified last year on 
the single-phase 50-cycle system at a cost of 7-57 
million RM., including the cost of four locomotives and 
two motor-coaches. 


FENCING OF ELEcTRIC RatLways.—Particulars of the 
great care which the Southern Railway has taken to guard 
adequately its third-rail electrified lines were given recently 
by the Minister of Transport in reply to a parliamentary 
question. Dr. Burgin’s remarks will be found on p. 841 
of this week’s issue of THE RAILWAY GAZETTE. 


NEW Swiss PowER STATION.—The official ceremony of 
inauguration of the Swiss Federal Railways’ new Etzel 
power station took place on October 23. Work on the 
scheme was begun in 1932, and the filling of the artificial 
Sihl Lake, which has a capacity of 92,000,000 cu.m., 
has been progressing since last April. The construction 
and working of the power station are in the hands of a 
company formed by the Federal Railways and the Nordost- 


schweizerische Kraftwerke, whose ownership is in the 
proportions of 55 per cent. and 45 per cent. respectively. 
The energy produced will be distributed on the same basis, 
and some 80,000,000 kWh. will be, supplied to the Federal 
Railways each year. : 

ELECTRIFICATION POSSIBILITIES IN FINLAND.—Detailed 
studies have been made of the conversion of the Helsinki- 
Riihimaki and Helsinki-Karis main lines of the Finnish 
State Railways. The estimated cost is 184 million Finnish 
marks less a credit of 51 million Finnish marks for steam 
locomotives released for service elsewhere, but the operating 
savings with present traffic are estimated at only 1 million 
Finnish marks yearly. 

FURTHER SwIss ELECTRIFICATION.—The Swiss Federal 
Railways’ 1938 budget contains provision for the electri- 
fication of the single-line branch from Le Day, near 
Vallorbe, to Le Pont, at a cost of 416,700 fr. The private 
railway from Le Pont to Le Brassus will be electrified at 
the same time, as the line is worked by the Federal Railways 
and trains run through from Vallorbe to Le Brassus. 
Two Federal motor-coaches of the type containing luggage 
compartments are to undergo various alterations in order 
to work over this line. The section from Le Day to 
Le Pont was opened in 1886, and the Pont—Brassus section 
in 1899. The whole line, which is 22 km. in length, serves 
the Vallée de Joux, a picturesque district in the Jura range. 
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INDUCTOR SPEEDOMETERS 
Application of the frequency principle to speed 


indicators for electric trains 


HEN the London Passenger Transport Board decided 
to equip the driving positions on all new roliing 
stock with speed indicators, it was faced with a 
number of mechanical difficulties which seemed to preclude 
the use of any existing form of speedometer. A mechani- 
cal speed indicator was ruled out, as experience showed 
that the provision of a satisfactory drive from the middle 
of the axle was difficult to achieve; lack of space made 
impossible the driving of the transmitting generator from 
the motor shaft, and the design of the axleboxes prevented 
the use of the end of the axle as a driving means. Various 
alternatives were considered, but finally the board’s engi- 
neers suggested to Everett, Edgcumbe & Co. Ltd. and to 
Evershed & Vignoles Ltd. that they should consider a 
design consisung of a frequency generator coupled to a 
frequency meter. 

In the Everett, Edgcumbe design, a large number of 
which have already been installed on the board’s trains, 
the generator consists of a series of projections from the 
spokes of the road wheel, arranged to move between the 
poles of a permanent magnet round which is a winding 
so designed that as the wheel rotates, currents are generated 
of varying voltage and varying frequency. The advantage 
of the frequency method of measuring speed as compared 
with the more conventional voltage method is that it is 
largely independent of such variables as the position of 
the rotating armatures, the state of the generator magnets 
and, in fact, of everything except the number of times 
per minute that an armature passes between the poles, 
that is to say, the speed of the train. 

The development of satisfactory equipment entailed a 
great deal of experimental work of which the model shown 
in the illustrations is the outcome. Fig. 1 shows the trans- 
mitting generator in section. The permanent magnet, M, 
of nickel-aluminium alloy, sends a powerful magnetic 
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Fig. 1—Transmitting generator adjacent to wheel 


flux through the coils, CC, the pole-pieces PP and the 
armature A (one being cast on to each spoke of the 
motored wheel W). As each armature passes between 
the poles, the reluctance of the air gap is greatly reduced 
so that the magnetic flux threading the coils CC increases 
in value and a voltage is induced therein, the frequency 
of which is directly proportional to the speed of the wheel 
and therefore of the train. There are eight or ten spokes, 
according to the type of coach, and the same number of 
armatures. In either case, at 60 m.p.h. an armature 
passes through the poles some 80 or 90 times a second, 
so that for a range of speed from 20 to 80 m.p.h. the 
frequency varies from about 30 to 120 cycles a second, the 
terminal voltage also increasing with the speed. 
The indicator in the driver’s cab is of the rectifier- 
operated moving-coil pattern, since the more normal form 


Fig. 2 (left)—Indicator in driver's cab 


Fig. 3 (below)—The transmitting generator mounted 


on the bogie 
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of frequency meter has insufficient working forces for such 
seri The moving coil construction presents a number 
of further advantages. It is perfectly dead-beat, has an 
y divided scale of m.p.h. and is almost immune from 


evel 
disturbance by stray magnetic fields—an important con- 
sideration in view of the fact that there are cables carry- 


ing heavy currents in its immediate neighbourhood. In 
the upper part of the case is a domed cap which gives 
access to an internal lamp, serving to illuminate the scale 
without causing glare in the driver’s eyes. 

The car wheels on the L.P.T.B. stock are of two sizes, 
viz., 31 in. or 36 in. in diameter, and in order that the 
equipment may be available for either, a change-over link 
is provided which automatically varies the sensitivity of 
the indicator in the ratio of 31:36. Although when new 
the wheel diameters are as above, they soon wear down 
so that erroneous indications may be obtained after long 
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use. To overcome this difficulty, a wheel-compensating 
rheostat is provided in each indicator which, when rotated, 
changes the sensitivity of the instrument, and a scale 
marked off in wheel diameters allows of presetting to 
compensate for any degree of wheel wear. 

The transmitter is contained in a strong aluminium 
housing with watertight terminal box mounted on the 
bogie. A pair of armoured leads, the resistance of which 
is without practical effect on the indications, connects the 
transmitter with the indicator. All transmitters and indi- 
cators are interchangeable mechanically and electrically, 
so that any indicator can be used with any transmitter 
taken from stock. About 120 of these equipments have 
been, or are in course of being, supplied by Everett, 
Edgcumbe & Co. Ltd. and further developments are in 
hand as the result of collaboration between Everett, Edg- 
cumbe and Evershed & Vignoles. 








ELECTRIFICATION OF 


A> announced in our issue of October 15, electric 
service on the Rigi Railway was commenced on 
October 3. A formal inaugural ceremony took 
place on October 23, in the presence of Federal and can- 
tonal authorities and representatives of other mountain 
railways, tourist agencies, the press and various other 
organisations. Of the two lines ascending the Rigi, the 
one from Vitznau is the older, and was indeed the first 
mountain rack railway in the world. It was built by 
Nicolas Riggenbach, the inventor of the rack rail which 
bears his name, and opened on May 21, 1871, as far as 
Staffelhdhe; the final section to Kulm was completed in 
1873. In 1875 the Arth-Rigi Railway was opened, and 
was electrified in 1907. The Staffelhdhe-Kulm section is 
owned by the Arth-Rigi Railway but leased (on a basis 
of 60 per cent. of the gross receipts) and exclusively used 
by the Rigi Railway, the Arth-Rigi having its own 
separate track. Both lines are of standard gauge. 
The Vitznau-Rigi line is 4-25 miles in length, 1-2 miles 
of which (from Freibergen to Kaltbad) is double-track. 


THE RIGI RAILWAY 


It has a maximum gradient of 25 per cent. (1 in 4); 40 
Ib. a yard rails are used, with iron sleepers. The most 
noteworthy engineering features of the line are the Schnur- 
tobel bridge, and one tunnel 256 ft. in length. At the 
time of electrification the rolling-stock consisted of 10 
steam locomotives, 15 four-wheeled passenger coaches and 
five goods wagons. 

Electrification of the line, which was first contemplated 
as early as 1894 and was again mooted some years ago, 
was finally decided upon in 1936, and the cost was esti- 
mated at 565,000 Swiss fr. In view of the fact that the 
most recent class of steam locomotive had only had 15 
years’ service, and also in order to reduce the initial 
capital outlay, it was decided to purchase only a sufficient 
number of electric motor-coaches to maintain a normal 
service during the off-season period, and to resort to com- 
bined steam and electric services in summer, when traffic 
is very heavy and trains are run in frequent succession. 
But in view of the remarkable improvement in the tourist 
business during last summer and the possibility of a 





ome //TZNAU- RIG) RAILWAY 





Soeeneuaeel “ ” ” 


ARTH-RIG! RAILWAY 








SUD-OST RAILWAY 





SWISS FEDERAL RAILWAYS, STANDARD GAUGE 
METRE ” 


STANSSTAD-ENGELBERG RAILWAY 
CABLE RYS 


3 Miles 0 1 z 3 4Km. 

FROM ROTKREUZ 
LAKE 

IMMENSEE 


0 ! 2 








FROM ZUG 













Map showing the recently- 
electrified Vitznau-Rigi railway 
and its relation to other main, 
secondary, and mountain lines in 


the neighbou rhood of Lake Lucerne 


gi ~~ FURIGEN 


se oee: 





FROM ROTKREUZ 
a 





' Ax” 
<£°T0 INTERLAKEN ‘STO_ ENGELBERG 


KUSSNACHT 










An i, 


TO PFAFFIKON. 
any 






GOODS INTERCHANGE 
STATION 









}o--—- DRIGI-SCHEIDEGG 
METRE GAUGE LINE 
CLOSED SINCE 193/ 









KEHRSITEN 
BURGENSTOCK 














om — — 
eee 

















860 Supplement to THE RAILWAY GAZETTE, November 12, 1937 


One of the new S.L.M.- 
Brown-Boveri electric railcars 
ascending the Rigi from Vitznau. 
The tréck is standard-gauge and 
is laid to a maximum gradient 
of lin4 


further increase in traffic next year, an order has been 
placed for an electric locomotive, which is to be delivered 
by June, 1938. It is expected that the steam locomotives 
will then be seldom required. 

Three-phase current at 15 kV. is supplied by the 
Elektrizitatswerk Schwyz and converted to 1,500 volts 
d.c. through a remote-controlled automatic substation at 
Romiti, near the middle of the line. This is equipped 
with two Oerlikon six-anode mercury-arc rectifiers, each 
having a continuous output of 600 kW., and ratings of 
900 kW. for 30 min. and 1,200 kW. for 5 min. One 
group is sufficient to supply current for two ascending 
trains of the maximum weight allowed. 

The overhead catenary line consists ofa bronze suspension 


wire of 70.sq. mm. c.s.a. and a copper contact wire of 


107 sq. mm. c.s.a. Owing to the central position of the 
substation, no feeder line is necessary. On the double- 
line section, only the track for ascending trains is—for 
the time being—electrified, as the descent is made with 
lowered pantograph. All the overhead equipment was 
provided and erected by Furrer & Frey, of Zurich and 
3erne, and their system of slanting suspension is used 
on curves in order to increase the distance between 
supporting poles. The latter also carry the line telephone 
wire and the wire for remote control of Romiti substation 
from Vitznau. 

On the Staffel-Kulm section, the Arth-Rigi Railway co- 
operated with the newly-electrified line by equipping its 
own track with an overhead line to the same design, 
with the result that ‘on this portion there are now fewer 
masts for both railways than formerly for the Arth-Rigi 
railway alone. Structural alterations have been made to 
the engine and carriage shed and workshops at Vitznau 
to accommodate the new rolling-stock, and an inspection 
pit provided under one of the tracks. 

The three motor-coaches now in service tare 16-5 tonnes, 
and have an overall length of 50 ft. 6 in. They are 
capable of pushing one of the ordinary four-wheeled 
coaches, and have a normal speed of 11-2 m.p.h. for the 
ascent; speed on the descent is limited to 7-5 m.p.h. The 
ascent is now made in 34 min., including six stops, as 
against 60 min. with steam working. The power bogie 
is at the upper end of the coach, and incorporates two 
motors having an output of 165 kW. each on the one-hour 
rating at 675 volts, or half the tension of the contact 
wire, the armatures being connected in series. |Double- 
reduction gear drive is used. In normal service, re- 
generative braking is used on the descent. There are two 
independent hand-brakes, one acting on braking surfaces 
provided on each side of the rack driving-wheels, and the 
other on braking surfaces fitted to the motor axles. The 
latter brake also is designed to act automatically in case of 
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failure of the electric brake or in the event of a speed of 
8-75 m.p.h. being exceeded. It also operates in con- 
junction with a dead-man pedal equipment. Including 
seats on the entrance platform, the normal capacity of 
the coaches is 72, with a maximum of 80; when an 
ordinary car is added, some 140 passengers can be con- 
veyed. The main compartment has large observation 
windows, and the upper portions of the partitions are also 
of glass, allowing a good view in every direction. The 
mechanical portion of the new rolling-stock was built 
by the Swiss Locomotive & Machine Works, Winterthur, 
and the electrical equipment by Brown, Boveri & Co., 
3aden 








AMERICAN LocomMoTIVE.—The Niagara Junction Rail- 
way has taken delivery of a double-bogie steeple-cab elec- 
tric locomotive weighing 54 tons from the Westinghouse 
Electric & Manufacturing Company and Baldwin’s. 

SouTH AFRICAN Locomorives.—The order for 22 elec- 
tric locomotives of the Bo+Bo type which, as recorded in 
the issue of this Supplement for September 17, was placed 
recently with the Metropolitan-Vickers Electrical Co. Ltd., 
has now been increased to a total of 42 locomotives, the 
contract price for the whole order being over £500,000. 

SWEDISH STATE ELECTRIFICATION.—A total of about 
1,950 route miles on the Swedish State Railways, equiva- 
lent to 42 per cent. of the total mileage, is now electrified 
on the standard 16 kV. 16-6-cycle single-phase system. In 
January last the electrified mileage was 1,780, or 39 per 
cent. of the total, and during the year 1936, 58 per cent. 
of the train-mileage and 74-5 per cent. of the ton-mileage 
of the State lines were handled electrically. During 1936. 
there were 257 route miles turned over to electric traction, 
and at the end of that year there were 384 electric loco- 
motives in service and 38 on order. 

SWEDISH PRIVATE ELECTRIFICATION.—The route mile- 
age of the electrified sections of Swedish private railways 
at the end of 1936 was 220. Electrification work in hand 
includes the 102 miles from Gothenburg to Mellerud and 
Amal, belonging to the Bergslagen Railway, and the 40- 
mile continuation from Mellerud to Kornsj6 (the Norwegian 
frontier station), belonging to the Dalsland Railway. The 
conversion of these two lines is scheduled for completion 
in 1939. | The Stockholm-Roslagen Railway is electrifying 
the Osterkaér and Valletuna lines, with a combined length 
of 19 miles. The Nordmark-Klaralven Railway, which 
electrified 101 miles of its narrow-gauge system in 1921, 
is now building its own electricity generating station, and 
when this is finished the present periodicity of the 16 kV. 
single-phase current will be changed from 25 to 16:6 cycles. 
This railway owns 15 electric locomotives and two electric 
motor-coaches. 








